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ELECTRIC RAILWAY TRACTION 
A Supplement illustrating and describing developments 
in Electric Ratlway Traction is presented with every copy 
i this week's issue 








The Northern Line of the Future 


N Monday next, July 3, members of the travelling 
public will have their first opportunity of enjoying 

ne of the extensive new railway facilities that are being 
rovided by the London Passenger Transport Board and 
the main-line railways under what has come to be known 
is the £40,000,000 scheme, though, as Lord Ashfield 
‘bserved on Wednesday last, the total cost is likely to 
e nearer £45,000,000, chiefly owing to increased prices of 
naterials. The line which is now being opened is the 
wo-mile tube extension northward from Archway (High- 
ate) station to a physical connection with the L.N.E.R. 
ne at East Finchley. The through service of tube trains 
that will be provided from the West End of London to 
East Finchley is not only the first instalment of the large 
heme undertaken jointly by the L.N.E.R. and London 
lransport, but is also the first railway extension to be 
ypened under the present programme. When the re- 
mainder of the programme in the North London area is 
completed it will have involved a cost of approximately 
£7,000,000 and will have resulted in the provision of 
lectrified services from both the West End of London and 
the City to Edgware, High Barnet, and Alexandra Park. 
Incidentally, the term Northern Line is being applied to 
the whole of a group of railways which will eventually 
have 51 route miles and will serve 24 London boroughs. 
The term Northern Line is one of comparatively recent 
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adoption and was originally selected to replace that of 
the Morden—Edgware Line (a portmanteau title adopted 
by London Transport for the City & South London Rail- 
way and the Charing Cross, Euston & Hampstead Line). 
Now the main-line railway companies and the London 
Transport have given the title Northern Line to the whole 
group of railways comprising the Morden—Edgware Line, 


the Great Northern & City tube line, the Alexandra Park 
line, the High Barnet line, and the Edgware line of the 
L.N.E.R. The traffic which it is expected will be carried 


by the completed Northern Line is approximately 195 
million passengers a year, whereas at the present time 
this amounts to about 165 millions. 


* * * * 


The Great Northern Suburban Lines 


The L.N.E.R. contribution to the total mileage of the 
Northern Line consists of the old Great Northern Railway 
branches to Edgware, High Barnet, and Alexandra Palace. 
From Finsbury Park to Edgware was opened as long ago 
as 1867 with four intermediate stations at Crouch End, 
Highgate, East Finchley, and Finchley (Church End). 
In 1872 the branch from Finchley (Church End) to High 
Barnet was added, and this had intermediate stations at 
Woodside Park and Totteridge. Then in May, 1873, 
Alexandra Palace was built, and at the same time the 
branch line from Highgate was opened to traffic with two 
intermediate stations at Cranley Gardens and Muswell Hill. 
The last-named line had to be closed in the following July 
when the Alexandra Palace was destroyed by fire, and it 
remained closed until two years later when the palace 
was re-opened after reconstruction. West Finchley station 
(between Church End and Woodside Park) was opened by 
the L.N.E.R. on March 1, 1933, or only three months 
before the beginning of the working life of the London 
Passenger Transport Board. Of course it is the estab- 
lishment of the latter, and the setting up of the pooling 
scheme for passenger receipts between London Transport 
and the main-line railway companies, that have made 
possible the financing of the extensive scheme of works 
of which the Northern Line electrification scheme is a 
part. At a ceremony on Wednesday both Lord Ashfield 
and Sir Ronald Matthews referred to various important 
features in the scheme, and these are outlined on page 1076. 


* * * * 


The Week’s Traffics 

For the past week in comparison with the 25th week of 
1938 the four amalgamated companies show a net increase 
of £188,000, following one of £162,000 in the previous 
week. Passenger train takings are down but merchandise 
and coal are up. To date the total earnings of the four 
companies amount to £73,936,000, an increase of £235,000 
or 0-32 per cent. on 1938. 


25th Week Year to date 
A 





ee 
Pass., &c. Goods, &c. Coal, &c. Total Inc, or — 
f : 


; 4 £ 70 
L.M.S.R. — 18,000 + 70,000 22,000 + 74,000 + _3,000 0-01 
L.N.E.R. : — 16,000 + 32,000 48,000 + 64,000 — 70,000 —0+32 
G.W.R. _ 4,000 45,000 13,000 54,000 263,000 +2:-14 
3. ae : — 9,000 3,500 + 1,500 — 4,000 39,000 +0-40 


The 1939 position in comparison with 1937 is shown in the 


following table :- 
Year to date 


25th Week 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

£ f M% 
L.M.S.R. ; — 19,000 — 3,000 19,000 3,000 — 631,000 —2-07 
L.N.E.R. : — 12,000 — 15,000 27,000 — 520,000 —2-33 
G.W.R. ° — 10,000 + 14,000 3,000 7,000 — $000 —0-03 
SR. .< ‘a — 13,000 2,500 2,509 — 13,000 9,000 —0-09 


In comparison with the first 25 weeks of 1937 the four 
companies show decreases to date in 1939 of £295,000 on 
the passenger side and of £1,125,500 in merchandise, but 
an increase of £256,500 in coal. 
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Encouraging the Holidaymaker 

The large increase in paid holidays granted to indus- 
trial workers gave enterprising organisations new oppor- 
tunities for catering for the diversified wants of many 
pleasure-cum-leisure seekers. Thus it was that the holiday 
camp came into being and on page 1073 of the present 
issue we delineate the steps taken by the London Midland 
& Scottish Railway and Thos. Cook & Son Ltd., under 
the title of British Holiday Estates Limited, to “‘ go one 
better,’ with the inauguration at Prestatyn of their 
‘ chalet village by the sea.’’ Prima facie, it would appear 
that in selecting such a picturesque site and providing not 
only well equipped accommodation at moderate charges, 
but amusements, facilities, and amenities to suit the most 
exacting clients, the organisers have succeeded admirably 
in their venture, and that they have, in Lord Stamp’s 
words ‘* envisaged a regulated plan but not a regimented 
life, giving free will and yet infinite variety.’’ Moreover, 
advance bookings for the present season, already exceed- 
ing 15,000, constitute sound evidence that the holiday- 
naking public has reacted favourably to the prospect of 
fe in a camp which offers “‘ a little something that the 
others haven't got.’’ 


1 
I 


Overseas Railway Traffics 

The latest traffic returns of the Argentine railways bring 
their totals up to June 24 and thus within a few days of 
the close of the financial year, so that the gross earnings 
position for the complete yeal is now fairly clear from 
the accompanying tabie. At this time a year ago the 
Pacific had a decrease of £453,076, the Western one ot 
£264,594, and the Central Argentine one of £1,831,546, 
Eut the Great Southern was only £22,354 down. 


Ne tf Weekly Ine. or Aggregate li I 
Week Traffies Decrease raffi Decrease 
d f r f 

Bu \ Pacifi 52nd 88,772 12,469 4,602,361 4 43,793 
Buenos Ay Great South 521 117,050 4.157 7,374,008 255,939 
Buenos Ayres Western 52nd = 38,151 2,544 2,398,573 75,682 
Central Argent 52nd 138,508 41,908 6,232,862 + 99,440 
Canadian | ! 24th 472,600 23,400 11,718,600 143,200 
Bombay, Baroda & ¢ tralIndia 12th 240,825 11,406 2,107,725 — 37,875 


In sterling the traffics of the Central Uruguay Railway for 
the 51 weeks of the financial year show a decrease of £698, 
uthough in currency there is an increase of $367,571. 
* * * * 

Railway Stockholders Face the Future 

At the half-yearly council meeting of the British Rail- 
way Stockholders Union on June 23, Sir Charles Stuart- 
Williams, the Chairman, repeated the union’s earlier plea 
for swift legislation to implement the Transport Advisory 
Council's ‘* square deal ’’ report. In view of inevitable 
delays, however, he said he attached more importance to 
the Road and Rail Agreement, setting up the Road and 
Rail Central Conference, which was already at work 
[his conference would consider voluntary rates agree- 
ments, and as such a manner of rates adjustment almost 
necessarily brought to an end the Standard Revenue 
clauses in the Railways Act of 1921, the union could 
only hope that it would result in a closer approach to 
that revenue than had been achieved before. In other 
words the union hopes that in making these voluntary 
agreements the railway representatives will be spon- 
taneously as mindful of stockholders’ interests as the 
Railway Rates Tribunal was enjoined to be by Parlia- 
ment. Sir Charles Stuart-Williams referred also to the 
work before the union, which would not only have to exert 
pressure as far as possible towards ensuring speedy pas- 
sage of the “‘ square deal ’’ Bill, but also oppose such 
measures as had brought transport in Northern Ireland 
‘to a state of chaos.’’ 
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The Road and Rail Central Conference 


In view of the hopes centred in the functioning of 
Road and Rail Central Conference by the British Rai] 
Stockholders’ Union, railway stockholders in general 
feel a special interest in the statement on the work of 
conference made to the press on Wednesday by the ] 
Chairmen, Mr. Roger Sewill, and Mr. A. E. S 
Mr. Roger Sewill, who is a Director and Secretar 
Associated Road Operators Limited, spoke of 
unanimous and even unexpected approbation which 
Road and Rail Agreement, setting up the conference 
received from road interests. From the railway poi 
view Mr. A. E. Sewell, Chairman of the Railway G 
Managers’ Conference, estimated that under the prop 
legislation railway objections to road transport lice: 
would eventually be reduced by 50 per cent. 
speakers emphasised the fact that the public would bet 
from competition in service such as would exist u 
the new scheme, and from elimination of uneconomic < 
petition by traders operating their own vehicles, wh 
as Mr. Sewill expressed it, had during the last ten y 
prevented either road or rail from making a decent liv 
The conference hopes to get its regional committees fu 
tioning within the-next month, and it is hoped that 
length rates classes will be reduced fo seven or ei 
The harmony achieved between rail and road also gi 
ground for hope that something may be saved in the | 
for Counsel at present involved by the Railway R 
Tribunal. 

* a *x * 


Wagons-Lits Results 
Profits of the International Sleeping Car Compa 
were adversely affected during the year 1938 by the Eu 
pean situation and rising costs. In view of present co 
ditions, exchange difficulties, and the necessary paymen 
on account of new rolling stock, the directors have f 
1938 restricted the dividend on the 5,983,333 ordina: 
shares of fr. 100 each to 2 per cent. From its holdit 
in Thos. Cook & Son the company received in 193% 
£100,000, against £175,000 in 1937, and £50,000 in 1936 
The Simplon-Orient Express has been increasingly patro 
nised, and the running of the Taurus Express was es 
tended in January, 1939, into Iraq territory. 
1937 1938 
Belgian francs Belgian francs 
105,374,410 88,261,389 
54,657,175 52,752,441 
160,031,585 141,013,830 
57,846,942 52,920,479 
65,000,000 60,000,000 
37,184,643 28,093,351 
103,461 2,313,757 
3,728,810 3,040,711 
31,245,537 12,716,666 
2,313,757 14,649,731 


Profit on working ; 
Income from investments, &¢ 
Total income . 
Interest charges, &<« a 
Rolling-stock amortisation 
Balance a7 
Brought forward .. 
To reserve ie 
Dividend payments 
Carried forward 
Dividend payments for 1937 included six years’ arrears 
and that. year’s dividend on the cumulative preferenc: 
shares, 4 per cent. on the ordinary shares, and 
fr. 2,062,205 in taxation. 


The Limitations of the Questionnaire 

During recent years many reports have been issued 
covering a wide range of subject matter connected with 
railway engineering and administration, which purport t 
give world surveys of the subjects under review. Most 
of these reports are the work of rapporteurs appointed 
by the International Railway Congress Association, and 
the customary method is to obtain information—or to 
attempt to do so—by means of questionnaires submitted 
to all the railways in the countries nominally covered by 
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each report. But the inadequacy of this method is patent. 
Kither by reason of inability—owing to shortage of staff 
other preoccupations—or lack of interest, or mere 
iertia, the number of railways sending replies to these 
juestionnaires appears to get progressively fewer, with the 
-esult that the reports lose much in value by the limited 
ield that, they cover. One such report, reviewed in an 
editorial article in this issue, claims to include Great 
Britain, the British Dominions, North and South America, 
hina and Japan; actually it contains no reference what- 
ver to South Africa, Australia, New Zealand, China or 
Japan, and the only railways in the entire American 
Continent which have given any information are the Penn- 
ylvania and the Buenos Ayres & Pacific. A report of 
this description cannot be claimed as fulfilling the func- 
on indicated by its title, though it might have been 
made considerably more comprehensive by reference to 
ther sources of information. In particular, the files of 
the technical journals, not only of this country but also 
f the United States and European countries, many of 
which circulate in Great Britain, furnish a mass of authori- 
tative information whereby the blanks might have been 
filled and a reasonably comprehensive survey made of 

the subject. 

* * * % 


Italy’s Transformed Train Services 

The past few years have witnessed not a few revolu- 
tionary achievements in the realm of rail speed, but those 
f the Italian State Railways, if continued at the same 
ate of development as at present, bid fair to eclipse all 
the others. As recently as our issue of April 28 last we 
called attention to what had already been done in the 
way of speeding-up in Italy, but the accelerations inaugu- 
rated with the 1939-40 timetables (see page 1074) embody 
in ever greater advance than any previously. Suffice 't 
to say that a country which, up to April, 1936, had not 
. single run timed as fast as 60 m.p.h. from start to stop 
now has 101 runs, with a total mileage of 7,147, so 
scheduled; 34 runs of 3,600 miles at over 64 m.p.h.; and 
ten runs, 1,187 miles in length, at over 70 m.p.h. That 
thirteen daily journeys should be booked over the 136-1! 
miles between Milan and Bologna at a general start-to- 
stop average of 67-0 m.p.h., and ten over the 130-5 miles 
between Rome and Naples at a mean speed of 63-5 m.p.h., 
furnishes an index of the present level of railway speed 
in Italy. Almost all the high-speed travel is by electric 
or diesel units, up to three cars in formation, which now 
span all the long-distance main lines from Turin, Milan, 
and Trieste in the north to Bari and Reggio di Calabria 
in the south, as well as the principal cross-country routes; 
ind other fast cars are found operating on almost every 
important subsidiary route in Italy, Sicily, and Sardinia. 

* * * * 


Royal Train Post Office Service 


Unsung by the public, but lauded by departmental 
officials for efficient performance of an exacting task, the 
Royal train post office closed with the departure of Their 
Majesties from Canada. The travelling post office staff of 
three experts in the past month handled hundreds of 
thousand of pieces of mail for the King and Queen per- 
sonally, for the Royal party, Government officials, accom- 
panying newspaper people, and last but not least, stamp 
collectors. No official estimate is available as to the 
quantity of official mail handled by the perambulating post 
office, but at the Canadian end of the tour at least 150,000 
pieces of mail were handled for stamp collectors. At 
Washington alone the train picked up 100,000 pieces of 
mail for American collectors intent on saving the distinc- 
tive stamp cancellations. Much more than that was taken 
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on at New York. Secrecy of official Government mail was 
a vital consideration. There was a continual flow of mail 
to the train through the External Affairs Office from the 
Canadian, British, and American Governments, for which 
assured secret delivery was as essential as speed. The 
Post Office Department had also the continual problem of 
delivering other official mail from the United Kingdom 
addressed merely ‘‘ Royal Train ’’ at its nearest station 
as it travelled back and forth across the continent. The 
post office schedule was worked out weeks in advance by 
officials and Major G. W. Ross, Assistant Superintendent 
of Railway Mail Service, who manned the Royal train post 
office with two helpers. 


* * * * 


133 m.p.h. 

For three years past the authentic speed record for a 
diesel railway vehicle has been the 205 km.p.h. (127-2 
m.p.h.) attained by one of the triple-car articulated trains 
of the Reichsbahn, but it appears that this speed has just 
been appreciably exceeded on the Berlin—Hamburg line 
by the experimental triple-car train, the Flying Silver 
Fish, which is reported to have attained on June 26 a 
maximum of 215 km.p.h. (133-6 m.p.h.), and maintained 
200 km.p.h. (124-3 m.p.h.) for a considerable distance. 
This 1,200 b.h.p. train, which last year attained 195 
km.p.h. (121-2 m.p.h.) on a trip between Berlin and 
Cologne, differs a good deal from the 33 standard Schnell- 
triebwagen of the German State Railway, and incorporates 
the latest aerodynamic and propulsive ideas of the inventor 
Kruckenberg, whose original four-wheel propeller railcar 
still holds the world’s rail speed record of 230 km.p.h. 
(1429 m.p.h.). Notes on Kruckenberg’s original car and 
on the Flying Silver Fish will be found in our issue of 
May 19 and in the Diesel Railway Traction Supplement 
for September 2, 1938. The new train is fabricated largely 
of light alloys and is propelled by Biichi pressure-charged 
Maybach engines driving through Voith hydraulic trans- 
mission, but its seating capacity is less than that of the 
standard three-car diesel train. If this new speed record 
shoulc be confirmed, it will, after a period of 36 years, 
beat that of 210 km.p.h. (1305 m.p.h.) made by the 
three-phase electric motor-coaches during the Marien- 
felde—Zossen tests of 1903, and which hitherto has been 
the highest velocity attained by vehicles of what may be 
termed normal types. 


* * a * 


Another Deadlock 

The railway carriage seat that is labelled “‘ five a side ”’ 
was designed to accommodate five persons built to some 
standard British specification. If one of the five is unduly 
lean, a delicate position is likely to arise. In the first place 
the lean one’s skinniness makes it difficult for him to 
form a united front with his neighbours. Between their 
curves and his angles there are bound to be visible small 
patches of seat that are irresistible to the predatory eye 
of the newcomer in search of living-space. When the 
interloper subsides into the gap that has been unwillingly 
enlarged for him, his bulk overlaps and partly eclipses 
the unfortunate thin one, who thus suffers not only from 
an axis pressure like his neighbours but is in a fair way 
tc being encircled. To his physical suffering is added the 
knowledge that by failing to conform to the heroic pro- 
portions of the standard Briton he has let his side down 
and exposed it to the discomforts of alien penetration. 
The worst thing about the problem as.we see it is that it 
cannot be expressed in simple verbal formule. Nature 
hands out her avoirdupois impartially, and both democrat 
and totalitarian must grin and bear it. 
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Railway Economies 


GIR WILLIAM WOOD, when giving evidence before the 
Railway Rates Tribunal on June 14 gave some in- 
teresting examples of the manner in which economies have 


been effected by the main-line railway companies during the 


last seven years. These, it may be remarked, were not 
secured by the reduction of necessary facilities, but by 
finding a better way of rendering the same service at a 


lower cost and, in fact, since 1928 railway facilities have 


in many respects been considerably improved and ex- 
tended to meet new requirements. In connection with 
the maintenance of the permanent way and signalling, 
for instance, motor trolleys have been provided to facilitate 
the movement of the repair gangs, thus enabling an in- 
creased amount of work to be accomplished in a given 
time. Considerable progress has also been made with 
welding, and the life of crossings has been greatly pro 
longed by this method of treatment. The measured shovel 
packing of ballast eases the work of obtaining correct 
rail level and alignment. The use of steel rail keys has had 
the effect of minimising rail creep, and, on lines where 
there are wooden keys, rail anchors have been similarly 
effective. Formerly the periodical adjustment of rail creep 
Was an expensive item. In the laboratory, important 
research work conducted in connection with paint has le¢ 
to the beneficial results of reduced expenditure. The intro 
duction of carrier telephone circuits has enabled five o1 
six conversations to be conducted over two wires. Par- 
ticular attention has also been paid to the scientific reclama- 
tion and grading of old material which is recovered, a 
matter of considerable importance to the companies seeing 
that about £2 million annually is derived from the sale of 
this maiterial. 

So far as rolling stock is concerned, special attention 
has been paid to standardisation with the view of securing 
interchangeability. By the adoption of this principle, 
stocks of parts have been reduced, and defective parts 
can be replaced readily, thus enabling locomotives to be 
released for service much more quickly than would other- 
wise be possible. On the L.M.S.R. system in particular 
the replacement of a large number of types of locomotives 
by new standard types with interchangeable parts will 
enable four boilers instead of three to be used during th« 
life of every engine, thus extending its life from 39-8 to 
43:3 years. Important economies have resulted from ad- 
vantage having been taken of the development of materials 
such as lloy steel and other metals, from the internal 
streamlining of steam passages in locomotives, and from 
other refinements. In railway workshops, repair work has 
been concentrated and many modifications in manufac 
turing and repair methods effected by the greater us: 
of electri ind oxy-acetylene welding, spray painting, 
foundry equipment, and so forth. So far as locomotive 
running is concerned, the mechanical handling of coal 
end ashes has been extended, and numerous water soften 
ing arg provided: in order to reduce the boiler repai: 
bill and lengthen the periods between overhauls. Light 
diesel-engined passenger railcars have been introduced to 
develop traffic in sparsely populated districts, and diesel 
shunting units adopted where long turns of duty are neces- 
sary at marshalling yards. 

On the operating and commercial sides, locomotive and 
train schedules have been extensively replanned for the 
purpose of securing an increased use of the stock, and 
considerably reducing the capital employed. Mechanical 
carriage washing and cleaning plants have been installed, 
revised clerical methods adopted, and very great progress 
made in the mechanisation of invoicing and abstracting. 
Also, when the pooling arrangement between the L.M.S.R., 
L.N.E.R., and G.W.R. companies was inaugurated some 
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years ago, it was expected that the co-ordination of s' 
at competitive points would yield an ultimate economy 
£350,000 per annum, but in fact, economies — 
at £425,000 per annum have been realised, and 
same time better service is being given to the 
It is of interest that, in the consideration of these econ 
measures, particular attention has been paid to the 
result to the company, as distinct from the effect uj 
the individual department concerned. For this rea 
the economy measures which have been put into operat 
have improved the efficiency of the undertakings as a wh 
and it can be claimed that the British railways are | 
more efficient than at any previous time in their hist 


* * * * 
Signalling at Victoria Terminus 


THe completion of the extensive scheme of resignall 

at Victoria station, Southern Railway, described 
page 1065 in this issue, recalls the interesting installati 
by which traffic at this important station has been c 
trolled in the past. Except for the modification of 
existing power signalling on the Eastern section sid 
the station, the new work follows the company’s wi 
established practice in power er differing in t 
respect, from previous layouts, several of which includ 
signalling innovations of no mean sot One of th 
was the then famous ‘‘ Hole-in-the-Wall ”’ signal box, 
the former L.B. & S.C.R. station, opened for traffic 
October, 1860, and installed by Saxby & Farmer. It co 
trolled a layout complicated by the presence of mix 
vauge tracks, to permit of the running of G.W.R. broa 
gauge trains. The broad gauge was, however, transferr 
to the Chatham side of the station, when separate lin: 
for the L.C. & D.R. trains were brought over the Tham: 
in 1866, where the expression ‘‘ mixed gauge ’’ remaine 
in use to designate certain tracks for many years aft 
the broad gauge rails were removed. Interlocking wa 
then in its infancy and great interest was aroused by 
this work, one of the earliest examples of John Saxby 
1860 pattern locking frame. Apparently the ‘‘hole-in-th 
wall ’’ was considered sufficient shelter for the apparatus 
for the front of the cabin was quite open, though unde: 
the glass roof that then extended over the station approach 
The layout and inconvenient bottleneck controlled by that 
box remained much the same until the entire reconstruc 
tion of its Victoria station was taken in hand about 40 
years ago by the L.B. & S.C.R. To reap the full advan 
tage from the carefully replanned track layout the station 
and its approaches as far south as Battersea Park were 
equipped with electric signalling on W. R. Sykes’ electro 
mechanical system. The use of miniature slides for con 
trolling the signals, arranged conveniently above thi 
full-sized levers for manual working of the points and 
point locks, made possible comparatively compact signal 
boxes, and it is certainly a tribute, both to the layout 
and the signalling, that this installation, completed in 
1908, was capable of dealing with the intense electri 
service of recent years. Just before the railway group- 
ing, however, the signal slide mechanism in the Victoria 
South signal box was completely renewed and the original 
miniature Sykes lock-and-block equipment, with mechani- 
cal action between the slides and the electric instrument 
gear, was replaced by relays, slide contacts, and electrical 
indicators, the appearance of the equipment and its work- 
ing, as far as the signalmen were concerned, remaining 
unaltered. The group of splitting home signals for in- 
coming trains was also in due course replaced by single 
signals and Sykes electrical route indicators, the directing 
inner home signals outside the South box being then 
abolished. All signals under the station roof were of 
the banner type. 
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The electro-mechanical system had previously been 
ed for the St. Enoch terminus, Glasgow, and then on 
he S.E. & C.R. St. Johns to Grove Park widening, where 
ne or two such signal boxes are still in service. An 
ticipation of it had, however, been seen at Victoria, 
atham side, in the early 80’s, when W. R. Sykes pro- 

ied a large number of electrically-operated shunting 
onals without adding to the levers in the signal boxes. 

signals were controlled by switch handles, mounted 

er the existing levers and mechanically interconnected 
ith them in such a way that to release a switch, a lever 
ratiig a running signal for the same direction had 
to be pulled a very short distance, so actuating the 
locking, the movement of the switch then secur- 
in that position. Thosé electric signals, which were 
used at Mansion House, District Railway, remained 
service until the S.E. & C.R. installed complete power 
nalling in 1919, increasing traffic having rendered a 
ification to the station layout essential. This instal- 

m was one of the earliest in this country to 
e-position upper quadrant running signals and the only 

to have three-position shunting signals. The 
chanisms of the latter still remain, but now have the 
ndard Southern two-position floodlighted type of 
The first power frame, which, with most of the 

material used, was made at the General Railway 
nal Company’s works at Rochester, New York, was 
1 vessel torpedoed during hostilities and another 
to be supplied. Considerable alterations have been 
ide to the frame and control circuits which, with the 
loption of colour-light running signals, have brought the 
rk on the Eastern side of the station largely into line 
th the Southern Railway’s present day power signalling 
ictice. They have involved some difficult designing and 
ting work, necessarily carried out under traffic, at least 
a large part of the time, and they reflect great credit 
those who have so successfully effected them. From 
saxby’s original “‘ Hole-in-the-Wall ’’ signal box to the 
ne new Victoria Central box is indeed a far cry, but 
ich stage in that development represented a degree of 
hnical achievement second to none when it was carried 
it, while the excellent service rendered by the various 
esigns of equipment, during a number of years of ever- 
ncreasing traffic, has given an effective measure of their 
th. The new work just brought into service worthily 
ontinues a story of progress full of interest to students of 
ulway signalling history. 


liy 


Inary 
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ects. 
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* * * «a 


The Economies of Acceleration 


JP URING the last decade the subject of railway accelera- 
tion has been much to the fore. Whether the urge 
towards faster services has come chiefly from the competi- 
tion of the roads and the air or from the public demand 
for higher speeds is neither here nor there; in this restless 
age faster travel is regarded as the mark of progress, and 
every transport concern is thus more or less compelled 
to speed up. Opinions differ, however, as to the degree 
which acceleration can be carried out with due regard 
the economics of the problem. How varied are the 
economic considerations bearing on acceleration may be 
realised by a study of a report presented recently to th 
International Railway Congress Association by Mr. T. W. 
Royle, Chief Operating Manager, L.M.S.R., and Mr. F. E. 
Harrison, Engineer, North Eastern Area, L.N.E.R., under 
the title ‘“ Methods used to speed up passenger trains and 
the resulting expenditure.’’ This report, printed in the 
May (English) issue of the ‘‘ International Railway Congress 
Bulletin,’’ deals nominally with Great Britain, the British 
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Dominions, North and South America, China and Japan, 
but very few of the railways comprised within the scope 
of the title replied to the author’s questionnaire, and as 
a result only those of Great Britain and India, and two rail- 
ways in the entire American Continent—the Pennsylvania 
and the Buenos Ayres & Pacific—figure usefully in the 
report. For this reason the sub-title of the report— 
‘in particular operating by railcars and the financial 
results obtained by this method ’’—has but limited appli- 
cation owing to the relatively small development of railcar 
transport on the reporting railways. 
The authors review the methods adopted to make ac- 
celeration effective, and for reasons already given these 
relate chiefly to steam traction. Some of the railways 
which have replied have found it necessary to introduce 
more powerful locomotive types, but with one exception 
no railways have regarded it as necessary to obtain more 
power from existing types. That exception is the Penn- 
sylvania, which has made extensive tests on its Altoona 
plant with one of the standard ‘‘ K4s’”’ Pacifics, and 
as a result has increased the free air opening of the fire- 
grate from 11 to 22 per cent., and has replaced the double- 
pass units of the superheater with single-pass units, in 
order to reduce the pressure drop through the superheater. 
The effect has been to reduce the pressure loss between 
boiler and steamchest by 50 per cent., and to add 10 per 
cent. to the average steamchest pressure. Exhaust 
clearance of the piston-valves has been increased, and 
also the area of the six-point exhaust nozzles, to reduce 
back pressure, the outcome of all these changes being to 
increase by 5 per cent. the indicated horsepower of this 
widely-used class when the engines are working hard. 
The cost of the modifications is about $1,700 per loco- 
motive, or less than 4 per cent. of the first cost of each 
engine. The Pennsylvania and the English G.W.R. regard 
no practical advantage as derivable from streamlining, 
but L.N.E.R tests show that at the average speeds of 
that company’s high speed trains streamlining is respon- 
sible for a 10 per cent. reduction in power output, equiva- 
lent to a reduction of 4 lb. per mile in coal consumption. 
Owing largely to modifications in design and equipment 
introduced specially with a view to high speed running, 
the railways are unanimous that acceleration has pro- 
duced no measurable increase in the cost of locomotive 
maintenance. In the matter of coal consumption, on one 
accelerated service the Burma Railways have effected a re- 
duction owing to the fact that the locomotive is in steam 
only 13 hr. 40 min. instead of 15 hr. 10 min. as previously. 
As to rolling stock, none of the companies replying to 
the questionnaire, except the Pennsylvania, has introduced 
special lightweight. stock for its high speed trains, but the 
fastest services of most of the railways are subject to a 
definite limitation of load. Again the increase in rolling 
stock maintenance costs, as a result of acceleration, is re- 
garded as no more than trivial. The Pennsylvania re- 
ports increased brake shoe wear and the development of 
cracks in tyres by the heat developed, also that the treads 
of tyres must be kept in better condition than previously. 
A curious outcome of high speed on the railway last- 
mentioned has been an increase in the breakage of win- 
dows due to suction of passing trains in the opposite 
direction, which is being corrected by the substitution of 
metal window sashes and shatterproof glass. Close atten- 
tion has been paid by many railways to springing and 
suspension, seating design, ventilation, and noise suppres- 
sion in coaches, in order to increase the comfort of pas- 
sengers in high speed trains. Improvements in braking 


equipment have been necessary; in Great Britain direct- 
acting valves have been introduced to increase the efficiency 
of the vacuum brake, and experiments have been made 
with increased pressure and the use of brake-blocks having 
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a higher coefficient of friction than cast iron. The L.M.S.R. 
reports trials of direct-acting valves in which a 390-ton 
train with 162-ton engine and tender were brought to rest 
from $0 m.p.h. in 1,490 yd., and from 60 m.p.h. in 
635 yd., but the Pennsylvania, using compressed air- 
brakes regards it as necessary that a train shall be brought 
to rest from 60 m.p.h. im no more than 300 yd., with a 
full emergency application. In the matter of signalling 
the principal alterations necessitated by the introduction 
of high speed services have been the moving further out 
of distant signals, and an increase in the number of search- 
light signals replacing semaphores. 

An interesting section of the report deals with the per- 
manent way measures necessary to render acceleration 
programmes practicable. By way of preparation much 
adjustment of curves and remodelling of junctions has 
been carried out; the G.W.R. estimates the cost of dealing 
with 80 miles of curved track at £50 a mile, and the 
L.M.S.R. has improved its Euston—Glasgow main line at 
an average cost of £86 a mile, including remodelling 
schemes at junctions with two-level chairs. Specific 
L.N.E.R. track improvements are indtanced in which 
£4,307 was spent to increase a certain curve radius from 
38 to 55 ch., and so to ease the speed limit from 55 to 
70 m.p.h.; in another case a speed restriction of 60 m.p.h. 
was raised to 70 m.p.h. at a cost of £320, and in yet 
another there was an easing from 70 to 80 m.p.h. at a cost 
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of £690. Practically every reporting company gives 
increase in the maximum permissible limit of speed ; 
essential factor in train acceleration. There are cons 
able differences of practice, however, in regard to s 
elevation of curves, and the maximum speeds alle. ed 
over curves of any given radius; for example, over a 
50-ch. curve the G.W.R., with { of equilibrium s 
elevation, permits a speed of 75 m.p.h. only, wh 
the L.M.S.R., with 3 in. deficiency of superelev: 
nominally allows 87 m.p.h., though the actual spe 
striction in the latter case would be fixed at 10 per : 
below this figure. On the other hand, the Pennsy] 
would permit 82 m.p.h. over a 50 ch. curve canted t 

full 6 in. maximum permitted, and would not reg 
10 per cent. higher speed as hazardous—a policy d 
less dependent on the safeguard afforded by self-rec: 9 
speed indicators on locomotives. It is generally held t 
accelerated train services have increased track m: 
nance costs and have tended to accelerate renewals \s 
to the commercial value of the accelerations few figures 
are available, other than the net, earnings of the strear 
Silver Jubilee and Coronation trains, which are calcu 

by the L.N.E.R. at 13s. and 13s. 8d. per mile re 
tively. The L.M.S.R. refers appreciatively to the 

able publicity derivable from speeding-up, and the general 
view of all the companies contributing to this report 1s 
that acceleration has been economically worth while. 











LETTERS TO 


(The Editor is not responsible for 


Moral Rearmament 


Peasenhall Hall, 
Saxmundham, Suffolk 
June 26 
THE Railway GAZETTE 


lo THE EDITOR oO 


SIR I have been trying to show that the present plight 
our railways is due to material causes and not moral ones; 
that it is owing to a fault in the existing money system. 
Mr. Hewitt wishes me to believe that a truly moral society 
whatever that might be and for which we will have to wait 
for a very long time—would, ipso facto, make 2 + 2 + 
and not 3 I am afraid I can’t believe it, 
he most moral would be the best 
loes not follow in the least. 

Nor can I see that man’s inhumanity to man’ is re 
sponsible for poor receipts at railway booking offices; it is 
likely to be transport and high taxation. To 
put the matter in a nutshell, morality gets you nowhere with 

lump of coal. Morality and intelligence are not the same 
thing. rhe former, if used for material ends such as 

business,’ will destroy itself; the latter, by solving material 
problems, can make the best human conventions very much 


for, if it were so, 
mathematicians, which 


more road 


asier to achieve. 
Yours faithfully, 
ARTHUR WELFORD 
Cheyne Cottage, 15, Redlands Road, 
Sevenoaks, Kent 
June 24 
fo tHE Eprror OF THE RatiLway GAZETTE 
Sir,—A technical journal seems an odd place for religio 


ethical discussion. But you have given rather a lot of puffs 
to Pastor Buchman’s Groups, lately, and 
fairly ask to be pricked. 

The stated ideals of the Buchmanites are very high indeed, 
but the practice strikes some of us as odd. Absolute purity, 
ibsolute honesty, absolute unselfishness; they are a formid- 


some balloons 


THE EDITOR 


the opinions of correspondents) 


able trio. Regarding the first, the substitution of religi 
for erotic ecstasy is one of the oldest 
world. Buchman has invented the expressions “ bei 
changed ’’ and ‘‘ coming clean,’’ but the process happei 
in the Roman Empire dering the decline, and flowered 
the Middle Ages as the Most Holy Inquisition. Absol 
unselfishness means giving up everything for the good 
one’s fellow men and women. Absolute unselfishness 
absolute honesty should have a queer effect on those busi 
ness men now interested in the Groups. The ultimate eff 
of those three virtues, if they be fully carried out, will 
not luxurious evangelising tours on the Continent and els 
where, but the morality of the bee-hive, in which eve 
bee is absolutely honest, unselfish, and chaste except th 
Queen, who must of necessity be a mother, and the dis 
reputable drones, whereof the successful suitor sacrifices 
life and the others have to be massacred. 
It is noteworthy throughout history that moral rearmament 
the return of courage, wisdom, kindness, and _ self-denial 
-takes place automatically in the midst of great misfortun: 
It happens in wars, earthquakes, and _ colliery 
rather than among wealthy reformed rakes and bored young 
things who have tried everything and found it cloying. 
Yours faithfully, 
C. HAMILTON ELLIS 


phenomena in 


disasters 


3, Fitzwilliam Street, 
Cambridge 
June 27 


To THE Epitor oF THE RalILway GAZETTE 


Sir,—Articles and letters on Moral Rearmament have no 


place in THE RatLway GaAzeTTE, which purports to be a 
journal of management, engineering, and operation. 
Boundaries today are everywhere in dispute, but for 
tunately the limits of so wide a subject as transportation 
by railway are still far removed from the realms of practical 
philosophy. 
Yours truly, 


J. P. L. HENDERSON 
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English Channel Packet Boats. 
.° C. Grasemann, M.A., and G. W. P. 
lcLachlan. London: Syren & Shipping 
mited, 44-46, Leadenhall Street, E.C.3. 
3 in $ in. 200 pp. Llustrated. 
rice 6s. net.—Probably no_ shipping 
rvices in the world are more inti- 
ately associated with railways than 
se crossing the English Channel. It 
therefore particularly appropriate 
iat this book should have been pro- 
iced as the result of collaboration 
tween a railway officer and a shipping 
urnalist. Mr. Grasemann is, of course, 
iblic Relations Officer of the Southern 
-ailwav, and Mr. McLachlan a member 
the staff of the shipping weekly 
& Shipping. It is not too much 

sav that the cross-Channel services 

e, in effect, ferries between railway 
rmini, and throughout this little 
lume the railway interest 1s pro- 


33 in. by 53 


nent 
lhe book 
e the development of cross-Channel 
ces from the earliest times to the 
esent day, and sets as its geographical 
mits London to Weymouth on the 
slish side and Ostend to St. Malo on 
Continent (including the Channel 
lands The authors modestly dis- 


covers in broad out- 


im complete accuracy of detail, giving 
e reason that our forefathers were not 
ily careless in their disposal of docu- 
entarv records, but were also unreli- 
ble and at times contradictory in their 
ntemporary descriptions of events and 
hips Nevertheless, the authors have 
irefully examined the available evid- 
ce and have produced a story which is 
once fascinating to read; accurate 
here facts are ascertainable; and a 
ecord of the balance of probabilities 
ere Obscurity exists. 
\ very happy division of table and 
irrative has been secured by including 
a 44-page chronological table the 
rincipal details of the vessels engaged 
regular cross-Channel services from 
1790 to 1939. The ordinary chapters of 
the book (of which there are 11) are, 
therefore, left comparatively free from 
minute detail so that the continuity of 
the story may be maintained. These 
eleven chapters deal respectively with 
the days of sail ; introduction of steam ; 
ntensive competition ; the ‘sixties and 


eventies ; last of the paddlers; _be- 


innings of screw propulsion ; the tur- 
ine era; the great war; owners and 
outes ; passengers and fares ; and to- 


lay and tomorrow. In the last-named 
chapter, the authors have chosen their 
vords with care, for ‘“‘ today ”’ is really 

description of conditions up to the 
moment, and “ tomorrow ’’ is typified 
vy the cross-Channel packet for the 
Southern Railway now on the stocks at 
Dumbarton. The authors wisely refrain 
from predicting the future of cross- 
Channel shipping, but they hold out in 
their concluding paragraphs the possi- 
bility that some such craft as a diesel- 
driven semi-hydroplane, large enough 


to carry 50 persons in comfort. at 50 
knots, may perhaps result in the Channel 
crossing being accomplished so quickly 
that there will be hardly sufficient time 
to use private cabins, restaurants, 
saloons, and deck chairs. 


Strength Tests of Structural Tim- 
bers. Part 4. The Development of 
a Minimum Structural Grade for 
Redwood. No. 28 in the series of 
Forest Products Research Records (Tim- 
ber Mechanics, No. 4). Published by 
the Department of Scientific and Indus- 
trial Research. 9} in. x 6 in. 12 pp. 
Price 6d. net.—This booklet, the work 
of Messrs. C. J. Chaplin, M.Sc., and 
E. H. Nevard, B.Sc., is written with the 
idea of providing a ready means of 
recognising whether redwood is suitable 
for buildings designed in accordance with 
specifications or rules stipulating timber 
with a safe working strength. It further 
shows the simple measurements neces- 
sary to determine whether the wood 
has or has not the minimum safe working 
stress (800 Ib. per sq. in.). when sub- 
jected to bending, as ina beam. Classi- 
fication of timber according to strength 
rather than appearance is aided by the 
considerations necessary in establishing 
a basis for this classification as briefly 
set forth in this valuable little work. 
There are several useful illustrations and 
two appendices. 


Accommodation in Belgium.—\\« 
have received from the Belgian Kail 
ways & Marine, 99, Regent Street, W.1, 
the guide published by the Office 
National du Tourisme de Belgique to 
hotels, boarding houses, and restaurants 
throughout Belgium. Towns are listed 
alphabetically, and their hotels given 
against them in descending order of 
tariffs. Telephone numbers and parti- 
culars of amenities are also given, the 
latter indicated by conventional signs. 
At the back of the booklet is clearly set 
out the international code for booking 
hotel accommodation by telegram. 


Wellington Railway Station, New 
Zealand.—This_ profusely - illustrated 
booklet, published by the New Zealand 
Government Railways, describes in 
detail what has been termed ‘‘ The 
Temple of Transport’ in Wellington, 
and its multifarious services and acti- 
vities. Apart from the usual offices, 
the spacious refreshment room, kitchen, 
the hair-dressing saloon, and one of the 
bathrooms are illustrated; also there 
are three pictures of the now well-known 
day nursery. It will be remembered 
that this fine structure with its cathe- 
dral-like booking hall, arched concourse, 
and seven stories of offices, is specially 
constructed to resist earthquake shocks, 
and it is in every respect both imposing 
and up to date. 


Holidays in County Down.—tThe 
Belfast & County Down Railway has 
brought out a pocket-size holiday guide 
to the inland and coastal districts served 
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by the company. After a brief outline 
of the rapid growth and development of 
Belfast during the last hundred years, 
the booklet passes to a description of 
the towns and villages on the Bangor 
line, finishing with Bangor itself, a 
rising coastal resort on Belfast Lough, 
and those on the other line to Newcastle, 
with its various branches. The attrac- 
tions of the Mourne mountains—Slieve 
Donard, Slieve Bearnagh and the lesser 
are adequately covered in several 
pages. A map of the system and lists 
of accommodation at Newcastle and 
Donaghadee are included. 


peaks 


Developments at Hull.—The City of 
Hull Development Committee issues an 
illustrated report on its work every 
municipal year, and that for the twelve 
months ended October 31 last is now 
before us. It is ten years since the 
committee began its work of continuous 
effort in proclaiming its advantages as 
an industrial centre. New industries 
are still being attracted, the period 
reviewed having seen, among other 
things, the establishment of whale oil 
refining and the manufacture of edible 
oils. Particular emphasis is laid upon 
the fact that Hull has secured its new 
industries without the offer of subsidies 
or special concessions. The L.N.E.R. is 
represented on the committee by Mr. 
E. V. Taylor, District Goods Manager, 
Hull. 


Automatic Announcing System. 
We have received illustrated particulars 
from Talkomatic Limited, of 5, Charles 
Lane, London, N.W.8, of a new public 
announcing system which will broad- 
cast either actual speech or records 
prepared beforehand. By the latter 
means, the Talkomatic can be made to 
repeat announcements—either the same 
or a series—at selected intervals, or on 
the penny-in-the-slot principle. Power 
is taken from any ordinary lighting 
circuit. Microphone facilities are pro- 
vided for making announcements 
between the automatic broadcasts. The 
Talkomatic is made in a pedestal type 
for outdoor use or a desk model to be 
installed in offices. A number of desk 
Talkomatics can be used for inter- 
office communication. 


Paint-Spraying for Camouflage. 
—The power under the new Civil De- 
fence Bill of requiring industrial con- 
cerns to camouflage their premises 
against air attack, has inspired the 
timely publication by B.E.N. Patents 
Limited, High Wycombe, of an illus- 
trated folder describing paint-spraying 
equipment with which such work can 
be performed effectively. The B.E.N. 
portable displacement sprayer has been 
specially designed for window-dimming 
and camouflage painting, for which it is 
well adapted by reason of its easy- 
running tubber-tyred wheels, large paint 
capacity, and long-reach guns. An air- 
cooled petrol engine drives the com- 
pressor. Another portable unit illus- 
trated is the B.E.N. Pneu-Spray, which 
has either a petrol engine or electric 
motor drive. 
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THE 


4 DARING RABBIT 

At a time when bomb-carrying Irish 
Republicans are abroad and the possi- 
bility of activities on the part of totali- 
tarian spies may be envisaged, it is 
natural that the railway companies’ 
trespassing laws should be strictly en- 
forced. Nevertheless, a recent case of 
unwarranted entry into a signal box 
near Dove Holes station went not only 
unpunished but almost applauded. The 
trespasser was of all creatures a rabbit, 
and this particular rabbit’s behaviour 
was contrary to most accepted notions 
of that animal's instincts for immediate 
flight to a safe distance. During the 
cold spell a few days ago the rabbit 
walked into the box as bold as brass, 
warmed itself at the fire for several 
minutes, and then departed with ram- 
pant scut and new ideas on the danger.of 
humans. Perhaps he (or she) will tell his 
(or her) innumerable descendants of this 
handy fireplace for frozen bunnies, and 
we shall have to readjust our theories on 
the music-hall topic of ‘‘ rabbits’ habits.” 
—Fvom the “‘ Manchester Guardian.” 


* * * 


AN OLD N.E.R. BELL 

Phe accompanying “illustration, 
which we reproduce from the L.N.E.R. 
Vagazine, shows the old bell from 
Bank Top locomotive shed, Darling 
ton, made by S. Thompson, of Dar- 
lington, in 1841. It is believed that 
the bell, which was mounted in the 
centre shed at Bank Top Loco., was 
used originally to mark starting time, 
dinner hour, and closing time for the 
Great North of England Railway 
carriage and harness shops, which 
were formerly at the shed. This line 
was opened from Darlington to York 


Phot J]. W. Armstireng 


Old bell from Bank Top shed, Darlington 
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in 1841 (and later merged in the old 
North Eastern Railway), so the bell 
evidently was hung when the works 
were new. These shops were disused 


after the early 1900's. As the old 
shed is in course of demolition, the 
bell is now lying in the yard. We 


understand that it may be sent to the 
York Railway Museum. 


* * * 


Mr. Ernest E. Norris, President of 
the Southern Railway System of the 
U.S.A., and Chairman of the South 
Eastern Presidents’ Conference, an- 
nounced the following definition the 
other day :— 

‘* Solvent railroads are those which 
can meet all their business obligations. 
They are able to provide the sort cf 
service which their shippers and their 
communities need. They can meet 
their payrolls and pay their supply 
bills. They can pay their taxes, ser- 
vice their debts, and have enough left 
over to finance those improvements in 
plant and equipment which are neces- 
sary for any business that must keep 
abreast of the times and meet the de- 
mands of commerce; and, finally, thev 
can pay a reasonable return on invest- 
ment to those who have put their 
monev into, and own, the properties.”’ 


* * * 


LOW BRIDGE! 

A circus giraffe, thrusting his bean- 
pole neck through the top of his 
special crate-car, recently held up a 
trainload of animals at an overhead 
bridge 50 miles from the next show- 
town. The giraffe was three inches too 
tall to pass under the _ bridge. The 
conductor, baffled, phoned  head- 
quarters. It was a new problem, but 
the freight clearance expert was equal 
ko x. ‘Prop a carrot into the 
viraffe’s crate,’’ he advised. The 
carrot was dropped; the giraffe ducked 
down to get it; the driver jerked the 
throttle, and the train went under the 
bridge.—From ‘‘ The Readers Digest "’ 
fov March, 1989. 


* * * 


LIFE HISTORY OF A FAMOUS SALOON 
FILMED 

‘ Salonwagen E 417’’ is the title of 
a film now being shown in Germany. 
The car bearing this number was built 
by Krupps in 1889 and is now on view 
in the Transport Museum in Berlin; 
around it is built up the film story. 
This opens with a guide narrating the 
history of communications from the 
days when Egyptian princesses were 
carried about in chairs to the present 
time; the history is illustrated by wax 
figures. At midnight these figures all 
come to life and the Salonwagen, which 
has come in the same morning—or 
rather its ghost—tells its own story 
from April, 1889, when it left Krupp’s 
works. Among other interesting inci- 
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Escape it Never—the Londoner is ( 
advised by London Transport to rid 
to his wedding by tube. bus. or cram 


dents recalled are journeys of not 
personages such as the Prince of W 
and Czar of Russia in this car, and 
the national and political events it 
seen. The honeymoon of a prince ai 
princess who used the car to g 
Italy, its use later during the years of 
inflation to house the unemployed, and 
many other anecdotes are also in the 
film. 

* * * 

In J. H. Balfour Browne’s ‘‘ Forty 
Years at the Bar,’’ there are many 
good anecdotes which have a railwa: 
interest. Speaking of his early days 
he relates: ‘‘ There was a chairman o! 
a committee to which an important 
railway Bill had been referred. The 
proposed railway was, according to 
custom, indicated on the great tapestry 
cartoon which covered one wall of the 
Committee-room, by a broad red line; 
all the speeches had mentioned it again 
and again; a docile pointer in the hands 
of a capable engineer’s assistant had 
traced it a dozen times on the ample 
map. It was, therefore, a little dis 
appointing both to the promoters ana 
to the opponents when on the third day 
of the inquiry the noble Chairman, with 
quite an interested air, asked, ‘‘ What 
is that red line on the map? 

Another of his anecdotes refers to the 
old M.S. & L. Railway: ‘‘ In those 
days there was a Manchester, Sheffield 
& Lincolnshire Railway, which later on 
suffered a ‘sea change’ and became 
the Great Central Railway. But the 
initials of the name, M.S. & L., which 
were frequently used instead of its long 
mouth-filling title, were said to stand 
for ‘ Money Sunk and Lost,’ an inter- 
pretation which certainly went home to 
the ordinary shareholders.’’ 
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OVERSEAS RAILWAY AFFAIRS 


(From cur special correspondents) 


NEW SOUTH WALES 


Two New Express Trains 
Two new four-car trains were turned 
from the Eveleigh car and wagon 
s of the Government Railways 
ring April for the Inter-City and 
veastle express services. Although 
trains as such are new, the cars are 
ilt side-corridor vehicles, 74 ft. 
g over buffers, mounted on 


ix-wheel bogies. Each train now seats 


72 first class and 156 second class pas- 
vers, and its total weight is 179 tons 
0 cwt. As rebuilt, each car has both 
n sitting saloon and enclosed com- 
rtment accommodation. The first 
ss saloons have movable lounge-type 
hairs, with chromium-plated tubular 
frames and blue enamelled leather up- 
holstery The second class seats are 
fixed and have maroon’ enamelled 
leather [he interior panelling is in 
beautiful Australian timbers. Each 


train has a buffet and throughout the 
trains special attention has been paid 
to lighting, particularly for reading; 
electric fans are also installed. 


NEW ZEALAND 


Signalling Extensions 
Considerable further progress has 
been made recently in the work of 
modernising and extending the signal 
ind electrical services of the railways, 
notably the automatic signalling and 
traffic control in the Waikato and 
central part of the North Island. 
Signal installation work on the Strat- 
ford—Okahukura line has_ progressed 
satisfactorily, with the result that 
automatic signalling is now in opera 
tion as far as Tangarakau, 51 miles 
from Stratford, and the system will be 
completed to Okahukura (90 miles) by 
July. New power-signalling of the 
modern design, to control the 
recently-enlarged yard at Huntly has 
just been brought into use. 

During the heavy traffic periods at 
Christmas, New Year, and Easter, ex- 
cellent results were obtained with the 
1utomatic signalling—inaugurated in 
December last—on the double line be- 


most 


tween Ngaruawahia and Huntly and 
with the — electric interlocking at 
Taupiri. 


Tribunals for Railway Employees 

Four tribunals have .ow been ap- 
pointed to adjudicate on matters re- 
ferred to them on behalf of the various 
branches of the railway service. They 
will inquire into and report on any 
matters that may be referred to them 
by the Minister of Railways. Follow- 
ing on discussions during the latter 
part of last year with the various 
organisations representing the different 
sections of railway employees, it was 


decided to set up four tribunals to 
give effect to the provisions of the 
Government Railways Act of 1936. 
Mr. R. E.: Price, Conciliation Com- 
missioner, Auckland, has been ap- 
pointed Chairman of the four tribunals, 
which will adjudicate on matters re- 
ferred to them on behalf of the follow- 
ing sections of the service: tradesmen: 
engine-drivers, firemen, and cleaners; 
Division 1 members; and other em- 
ployees. The conclusions arrived at 
will be in the form of recommenda- 
tions to the Government on the matters 
referred for consideration. 


SOUTH AFRICA 


Revised List of Locomotive Classes 

To meet the demand for a list of the 
various classes and types of locomotive 
on the South African Railways, one 
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was published in THE RAILWAY GAZETTE 
in 1934. This list having proved useful, 
has now been revised and brought up 
to date as shown below. With the 
exception referred to in the footnote, 
all these are 3-ft. 6-in. gauge engines. 


ARGENTINA 


New Commercial Air Service 
between Montevideo, Buenos Aires, 
and Rosario 

A new passenger, parcel, and mail air 
service between the above Uruguayan 
and Argentine cities was inaugurated 
on May 15 by the Corporacién Sud 
americana de Servicios Aereos S.A., 
under a concession granted by the 
Argentine Government. The terms of 
the concession stipulated that a mini 
mum of two outward and two return 
journeys a day be made between Buenos 
Aires and Rosario, but owing to the 
unsettled conditions in Europe, the com- 
pany was unable to obtain the requisite 
number of machines, and for the present 
the service will be limited to one out 


LOCOMOTIVE CLASSIFICATION 
Class Type Class Ivpe Class Cvpe 
l 4-8-0) 10 4-6-2 16D 4-6-2 
1A 4-8-0 1OA 4-6-2 1I6DA 4-6-2 
2 4-6-2 10B 4-6-2 16E 4-6-2 
2 4-6-2 10¢ 4-6-2 17 4-8-0 
3 4-8-2 11 2-8-2 18 2-10-2 
3B 4-8-2 12 4-8-2 19 4-8-2 
4 4-8-2 12A 4-8-2 19A 4-8-2 
4\ 4-8-2 12B 4-8-2 19B 4-8-2 
5 4-6-2 13 4-8-0) 19C 4-8-2 
5A 4-6-2 14 4-8-2 19D 4-8-2 
5B 4-6-2 144 4-8-2 20 2-10-2 
6-6! 4-6-0 14C 4-8-2 21 2-10-4 
15 4-8-2 23 4-8-2 
15A 4-8-2 \ 4-8-2] 
(There are no classes 6F, 15B 4-8-2 ( 4-6-07 
61, and 6k) 15CA 4-8-2 Cl 4-6-21 
15CB 4-8-2 I: 4-6-4] 
I5E 4-8-2 G 4-8-2T 
7-71 4-8-0 15] 4-8-2 HI 4-8-2T 
8-8I 4-8-0 16 4-6-2 H2 4-8-21 
Sk 4-8-0 16A 4-6-2 J 4-6-4] 
8X 2-8-0 16B 4-6-2 K 4-6-41 
8\ 2-8-0 16¢ 4-6-2 S 0-8-0 
Class Garratt Type Class Modified Fairlie Type 
GA 2-6-0 0-6-2 F< 2-6-2 2-6-2 
GB 2-6-2 2-6-2 FD 2-6-2 2-6-2 
Gi 2-6-2 2-6-2 GH 4-6-2 + 2-6-4 ; 
GCA 2-6-2 2-6-2 HI 2-8-2 2-8-2 
GD 2-6-2 2-6-2 
GDA 2-6-2 2-62 
GE 2-8-2 +. 2-8-2 Class Mallet Type 
GI 4-6-2 2-6-4 MC! 2-6-6-0 
GG 2-6-2 2-6-2 MI 2-6-6-2 
GK 2-6-2 2-6-2 Mi 2-6-6-2 
GL 4-8-2 2-8-4 MH 2-6-6-2 
GM 4-8-2 2-8-4 MJ 2-6-6-0 
NG/GI16 (2-ft. gauge) 2-6-2 2-6-2 Mt 2-6-6-() 
Garratt-Union 
U 4-6-2 2-6-4 
Miscellaneous Locomotives 
Class Type Class Type 
Exp. 6 4-8-0 04 4-6-0 
SWA 2-8-0 05 4-6-0 


N.B.—With the exception of the ‘‘ NG/G16 ”’ class, 2-ft. gauge engines, it has not 
been possible to verify and bring up to date the narrow gauge classes 
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ward and one return trip daily between 
these two points. The schedule time 
will be 1 hr. 30 min. each way. The 
service from Buenos Aires to Monte- 
video will be operated every day, in- 
cluding Sundays, and in the reverse 
direction every day, excepting Sundays, 
the time for the journey being 1 hr 
in each direction. The return fare be 
tween Montevideo, Buenos Aires, and 
Rosario is $125-00 Argentine paper; 
single fare, %$70-00. Between Buenos 
Aires and Montevideo, return fare 
$57-00; single $32-00. Between Buenos 
Aires and Rosario, return fare $70-00; 
single $40-00. The machines used are 
flying boats of the Savoia Marchetti 
type, propelled by Wasp motors and 
equipped with wireless installation. 
Each has accommodation for 18 pas 


sengers. 


DENMARK 


Probable Changes at Odense 
Odense, on the island of Funen and 
on the main east—west line of the State 
Railways, is at present served by two 
passenger stations, (1) the State Rail 
ways station, and (2) the station owned 
by the South Funen Railways Com 
pany, into which run the Odens« 
Svendborg and Odense—Faaborg lines 
of that company After leaving the 
South Funen station, the company’s 
trains call at the State Railways station 
to connect with through trains to and 
from Copenhagen and Jutland 
A scheme, which likely to 
materialise, is for the South Funen 
station to be closed, and for the com 
pany’s trains to use the State Railways 


seems 


station only Its estimated cost is 
tbout Kr. 2,000,000, a sum which would 
have to be borne by the company, in 
iddition to an annual contribution to 
wards the working of the State Rail 
ways station by State staff. Against 
this, however, may be set the facts 
that the Funen station is in the centre 
of the town and the sale of its land 
should realise about Kr. 1,000,000, and 
that the local authority would be likely 
to assist financially in the scheme, as 
t would enable several level crossings 


t be eliminated 

rhe Faaborg line is unimportant and, 
if it proves too costly to carry it into 
the State Railways station, it will prob 
ibly be closed entirely. The Svendborg 
line, on the other hand, is one of the 
most important private lines in Den 
mark, and will almost certainly be di 
verted to run directly into the State 
Railways station. 


Cinema Cars 


[Two second class suburban coaches 
have been rebuilt as cinema cars. Their 
two compartments have been thrown 
into one by the replacement of the par 
tition wall with stiffening plates. The 
67 reversible, leather-upholstered seats 
are retained, but the front rows are not 
used, thus reducing the seating accom- 
modation to 54. The operator’s room 
is in the former lavatory, and another 
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room is provided for a speaker. The 
apparatus is for 8-mm. talkie films and 
was supplied by Siemens. 

Che cars will be used in ordinary and 
in the ‘‘ blue’ excursion trains—the 
latter being organised by the press and 
tun to unknown destinations—and will 
also be valuable for instructionai pur- 
poses in educating the staff. They may, 
however, be used as ordinary carriages 
at any time. 


CHINA 


Chekiang-Hunan Railway 
The persistence of the Chinese is well 
demonstrated in the manner in which 
the Chekiang-Kiangsi-Hunan Railway is 
still being worked in sections, despite 
the fact that Nanchang, one of the 
principal cities near its centre, is in 
the hands of the Japanese, as well as 
the Hangchow end of the line. Of 
the 500-mile total length about 60 miles 
it the Hangchow end and 140 miles 
elsewhere have been abandoned, but 
from Kinhua to Yingtun (just east of 
Nanchang) and from Sinyu (west of 
that city) to Chuchow, junction with 
the Canton—Hankow line, some 300 

miles in all are still being worked. 


The Evacuation of Nanchang 

Orders were given to the Chekiang- 
Hunan Railway staff to tear up the 
tracks about Nanchang on March 20, 
i week before the fall of the city. The 
staff worked day and night to com- 
plete the withdrawal, which was carried 
out in a quick but orderly manner. 
the last trains loaded with reinforce 
inents to Nanchang entered on March 
23 and immediately departed for the 
west with machinery, raw materials, 
war supplies, refugees, and whatever 
could be salvaged in a short time. 

[The next morning the 500-ft.  re- 
inforced concrete bridge connecting 
Nanchang with its suburbs over the 
Kan River was blown up, leaving the 
debris as a natural barrier in the water 
to check the advance of Japanese 
team launches. 


steam 


MEXICO 


National Railways Administrative 
Reform 

The accident of April 13, when the 

Laredo and Guadalajara trains collided 

at La Llave, was the culmination of 

a series of mishaps, many of which, 


it is said, could be traced to the 


negligence of railway employees. The 
outcry among the public and in the 
press demanded some immediate 


measure of reform in the administra- 
tion of the National Railways, which 
are managed by a council of employees 
nominated by the Railway Syndicate. 
The council, the General Manager, and 
all the heads of departments therefore 
submitted their resignations, and a 
new council was nominated by the 
syndicate. Senor Salvador J. Romero 
continues as President and General 
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Manager, and the new heads of de; 
ments are as follow: Permanent \\ 
Francisco Aguilar; Locomotive Dep 
ment, S. Martinez Campos; Tr 
Leandro Valdés; Transport, D 
S. Alonso; Express, Leopoldo (¢ 
Accountant, G. Lopez Espino. Bes 
the General Manager, the only 
of department to be re-elected 
Sencres Martinez Campos and Lo 
Espino. The newly appointed cou 
issued a circular to the staff on A 
26, calling for ‘‘ work and discipli 
and promising, on the one hand, s: 
penalties for negligence and mis 
duct, and on the other, reformed 1 
for the recognition of merit and 
conduct. 


The South Eastern Extension 

The South Eastern line, the most 
portant of the extensions undert 
by the Public Works Department 
the National Government, will be 
km. in length (478 miles), and is 
tended to link Puerto Mexico, in t!] 
State of Vera Cruz, with the Yucat 
system in Campeche. 
is being made with the constructio 
in spite of the difficulties encounter 
in tropical jungle conditions. Sor 
300 km. have been cleared and road 
bed and track provisionally laid for 150 
km. An aerodrome has been laid « 
at Buena Vista for the service of tl 
railway construction, and special p1 
vision has been made for health se: 
vice in the fever-infested zone, modet 
hospitals having been provided 
Puerto Mexico and at Campeche. T! 
total estimated cost of the complete 
railway, which it is hoped may 
completed in 1940, is $105,000,000. 


Good progr 


GERMANY 


New Line Opened to Binz on the 
Isle of Riigen 


On May 15, 1939, the Reichsbah 
opened the new single-track main lin 
12 km. (7:45 miles) long, 
Lietzow and Binz, on the Isle of Riigei 
which has been built at the request of 
the German lybeitsfront to provide 
facilities to its new large bathing estab 
lishment and resort recently set up in 
Riigen. The summer timetable includes 
one through express and one through 
ordinary fast train each wav dail\ 
between Berlin and Binz. 


between 


Station Names in Austria 

On May 1 the Vienna _ Divisional 
Management of the Gérman State 
Railway brought into force a number 
of minor station name alterations in 
order to avoid confusion, mainly with 
places in the former Reich. The full 
list contains some 280 changes. Most 
of the alterations consist in putting a 
secondary name in brackets instead of 
uniting it to the principal name by a 
preposition. In other cases geographical 
differentiation has been added _ in 
brackets where in the old Austria this 
was unnecessary. 





XUM 





XUM 
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THE NOTTINGHAM AND DERBY RAILWAY, 1839 


By K. C. EDWARDS, M.A. 


N Thursday, May 30, 1839, amid the pealing of church 
i bells and the cheers of a multitude of onlookers, 
the first railway train to be seen in Nottingham 
eamed out into the sunshine on its way to Derby. Its 
rrival there was celebrated by a similar welcome, but 
fter a stav of one hour the train returned to Nottingham, 
iking the journey in 42 min. Later the same day it 
1ade a second run to Derby in which, besides attaining 
speed of 40 m.p.h., it covered the whole distance of 
6 miles in 31 min. The regular public service between the 
wo towns, inaugurated on June 4, consisted of five trains 
laily each way, including one express. The ordinary 
rains served five intermediate stations and were scheduled 
to make the single journey in 45 min. To-day there are 
35 passenger trains daily, including six expresses, but, 
irgely owing to the fact that more intermediate places 
ire served, ordinary trains take almost as long to cover 
he full distance as they did 100 years ago. The Nottingham- 
Derby line was only a portion of the original Midland 
Counties Railway, and the remainder—from Trent to 
Leicester—was opened in 1840. This railway was suffi- 
ciently successful to be extended to Lincoln, to which 
point it was opened in 1846. 
The East Midlands were not distinguished for early large- 
scale railway development. The easily-graded valleys of 
the Trent, Soar, Derwent, and Erewash 


at Cromford to another at Whaley Bridge beyond Buxton. 
South of the Trent the Leicester & Swannington Railway 
was opened in 1832-3 to facilitate the movement of coal 
to Leicester ; it is of historic interest for not only was it 
the first locomotive-operated line in the East Midlands, 
but it is also one of the oldest fragments of the Midland 
Railway system. 

A century ago there was but a skeleton system serving 
the Midlands as a whole. In September, 1838, however, 
the trunk line between London and Birmingham was 
completed and, with the Grand Junction Railway from 
Birmingham to Warrington (opened in 1837), connected 
the Metropolis with Manchester, Liverpool, and industrial 
Lancashire. It was with this trunk route that Nottingham’s 
first railway made its wider connections, for on August 12, 
1839, the main line of the Birmingham & Derby Junction 
Railway (Derby to Hampton junction) was opened. The 
Midland Counties Railway itself was extended from Trent 
to Leicester on May 4, 1840, and continued to Rugby on 
June 30, 1840. The principal cities of the East Midlands 
thus became interconnected, while two of them, Derby and 
Nottingham, had access to London by alternative routes 
either via Hampton-in-Arden or via Rugby. The year 
1846 saw the railway extended from Nottingham along 
the Trent to Newark, and thence to Lincoln, while six 





provided optimum conditions for inland 
waterways, and water transport success- 
fully served the coal trade of Derbyshire E 
ind Nottinghamshire, as well as other : 
branches of traffic, for a long period. f£ 
Trent Lock, opposite the confluence of EE 
the Soar, near Long Eaton, for example, 
rose to prominence as an inland port = 
owing to its situation at the intersection 4 
of two of the most important waterway 
systems in the country. The Erewash 
Canal and Soar Navigation, which 
together formed a section of the lengthy 
system between London and the North, 
was crossed at this point by the Trent 
Navigation, with its Humber and Mersey 
connections. Nottingham, too, at the 
head of navigation on the Trent and a 
centre for several canals serving mining 
and agricultural districts, enjoyed a ie 
prolonged spell of commercial activity 
based upon waterway traffic. At length, 
however, during the ’thirties, the need 
for improved communications was felt 
owing to the expansion in the coal trade, 
textile manufacturing, and other indus- 
trial pursuits of the larger towns, such 
as Nottingham, Leicester, and Derby. 
Nevertheless, the East Midlands can 
claim to have originated several pioneer A 
railway enterprises. There was, for BIRMINGHAM 
example, the Mansfield & Pinxton Rail- 
way of 1817, opened two years later with 
horse traction, which proved a highly 
successful venture. In 1831 came the 
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Cromford & High Peak Railway, which 
disregarded the valleys and passed across 
30 miles of hilly country from the canal 


Sketch map showing early stages of railway development in the 


East Midlands 
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years earlier the North Midland line had been opened 
from Derby to Leeds via Chesterfield. The development 
of the East Midlands by these railways, all of which, owing 
to the astute financial policy of the relentless George 
Hudson, were amalgamated to form the Midland Railway 
system, is a well-known episode in the annals of railway 
development. This consolidation, of which the Nottingham 
line became an integral section, was formed by three 
companies having a common terminus at Derby. These 
were as follow: 

1. Midland Counties 


Nottingham 
2. Birmingham & Derby Junction Railway. 


3. North Midland Railway from Derby to Leeds. 


Lines to Rugby via Leicester, and to 


The three principal East Midland cities were therefore 
associated at an early stage with the group of railways 
from which originated the L.M.S.R. system of today. 
Whatever may be said regarding Nottingham’s refusal at 
a later date to grasp the opportunity of becoming the 
headquarters of the Midland Railway, Derby, by reasons 
of its central position—from which it controls so many 
natural routes—was pre-destined to become a primary 
focus of railways in the region. In Nottingham some 
compensation was subsequently found in the -exceptional 
facilities provided by rival companies (G.N.R. and G.C.R.), 
though these created competition and a certain redundancy. 

The principal advantages resulting from the Nottingham 
and Derby railway were (a) that it provided a readier 
means for the shipment of coal from the Erewash district 
and for securing further markets, and (4) that Nottingham, 
already a large manufacturing centre, was at last linked 
with the new system of communications. In view of the 
likely markets for coal in Leicester and London, the 
mining interests of the Erewash valley had long been 
prominent in support of the project, and once the line 
was built the full scope of their vision quickly materialised. 

Locally there were other results to be observed. The 
Trent valley, which forms a natural corridor almost without 
eradient, assumed for the first time the rédle of a trunk 
route. Previously the alignment of traffic routes, such as 
that which crossed the river at Nottingham and the 
Great North Road at Newark, was from north to south, 
although the road connecting Nottingham with Newark 
(through Southwell), which carried the first Royal Mail 
to and from London, was a later exception. Similarly, 
the road leading from Nottingham to Sawley Ferry (bridged 
in 1788) and thence to Tamworth rose to importance at 
the time of the turnpikes. These roads, like the newly- 
constructed railway, kept closely to the edge of the vale 
owing to the danger of floods. This new direction empha- 
sised by the railway was later repeated several times 
Nottinghamshire with a more definite east-west 
trend as the coalfield developed, and with it the necessity 
for branch lines to join the main routes leading to London 
and the south. 

Another result was the progressive development of 
Trent Junction, the point at which the line from Leicester 
entered, as an important focus of traffic. As in the case 
of the canals, the railways found a natural junction in the 
vale of the Trent at the meeting of several valleys. Trent 
Junction, which superseded Trent Lock, became the true 
counterpart of the latter. The broad easily graded valleys 
of the Trent, Derwent, Soar, and Erewash, requiring 
neither tunnels nor deep cuttings, permitted the construc- 
tion of railways at low mileage costs. Through Trent 
there now run several main lines, including that to Carlisle 
and Scotland, as well as a great amount of coal and indus- 
trial traffic originating in the Erewash region and further 
north. Nearby are the Toton sidings, which are among the 
largest in the country. The adjoining town of Long Eaton, 
where so many railway workers live, is an active industrial 


acTOss 
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centre owing much to its situation at the convergenc 
communication lines. 

Not the least significant of the effects of the rail: 
the centenary of which has just been commemorated 
been the industrialisation of the district through whi 
was laid, and the consequent growth of population 
much less than a century a manufacturing belt was cré 
reaching almost without interruption from the one 
to the other. Textiles (hosiery, lace, and artificial 
engineering, chemicals, soap, furniture, and food-prod 
are among the industries directly encouraged by 
railway. Beeston near Nottingham, Spondon near De: 
together with Long Eaton, have become the prin 
intermediate centres of greatest activity. Below 
figures showing the population of places served by 
railway at the period of its opening and for the pri 
day :— 


193 
1841 (estimat 
*Derby ma z rer os .. 35,000 144,001 
Chaddesder i, i - a 472 2,20 
*Spondon .. a me 1,586 5,0 
*Borrowash (with Ockbrook) - 1,765 3,001 
Draycott ne he oie Be 895 2,40) 
*Breaston .. ce - au a 712 2.00 
Sawley 1,074 | 95 
*Long Eaton sd oo 7 860 f ” 
Toton = a its Bh aa 140 6K 
Attenborough ; re a 124\ 3 =0 
Chilwell .. _ ms oe a 772 { 
* Beeston 2,809" 15,00 
Lenton 3,436 ‘aie 
280 OO 


*Nottingham _— me ate 52,000 f 

* Places provided with a railway station in 1839 rhat 

Breaston became known as Sawley, the name of an adjoining villa 

owing to the confusion, it is said, arising from the similarity betw 
the names Breaston and Beeston 


Though railways brought industrialism in their wa 
in many parts of the country, its occurrence along t! 
Nottingham-Derby axis is of special significance, for su: 
development is somewhat contrary to the general nort 
to-south trends which characterise the region. 








Central American Fruit Railways 


The transport of fruit, sugar, and coffee is the main 
purpose of many of the Central American railways, and 
in addition to the public railways there are several larg: 
systems owned and operated by the fruit companies, which 
have become more or less common carriers. For example 
the United Fruit Company operates over 250 miles of lin: 
in Costa Rica and Panama, grouped on both sides of the 
River Sixaola, which forms the frontier of the two states 


These lines began in 1906 with the Torres—Cedar Creek 


branch, and are worked mainly by 2-6-0 oil-burning steam 
locomotives and diesel locomotives. About 90 per cent. of 
the traffic on this 3-ft. gauge system is bananas, but on 
the 280-mile network of similar gauge owned and operated 
by the Standard Fruit & Steamship Company in_ the 
neighbouring state of Honduras, only 70 per cent. of the 
traffic is bananas, and there is appreciable general mer- 
chandise and passenger traffic. These lines are worked 
by about 30 locomotives and nearly 800 freight and a 
score of passenger vehicles. They are grouped round the 
Atlantic port of Ceiba, and are separated from the 275- 
mile 3 ft. 6 in. gauge Truxillo Railroad of the United 
Fruit Company by the system of the Cuyamel Fruit 
Company, which comprises 75 miles of 2 ft. 6 in. gauge 
line acting as a feeder to 47 miles of standard-gauge line. 
The 100-mile Cuyamel subsidiary, the Ramal de Ulua 
Railway, has been transferred to the Tecla Railway, which 
has also taken over the operation of the Honduras Railway 
from another Cuyamel subsidiary. 
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NEW BLAST ARRANGEMENTS ON SOUTHERN RAILWAY LOCOMOTIVES 


Improving the steaming qualities of the “* Lord Nelson”’ class engines 


47 E are indebted to Mr. O. V. 
\ Bulleid, Chief Mechanical 
Engineer of the Southern 


CHIMNEY 





‘way, for details of the blast- 
ne caps now being fitted to the 
Lord Nelson ”’ class engines. 

[he five 28-in. dia. nozzles dis- AR 
arge into a chimney having a ] 
meter of 2 ft. 1 in. at the 
oke. As compared with the 
vinal single blastpipe tips with 
54-in. dia. orifice and a chim- 
y 1-ft. 3-in. dia. at choke, the 
ve small nozzles have a cross 
ctional area 13 per cent. greater 
1an the 54-in. orifice, while the 
ew chimney has a cross section 
times greater than the old. 

The larger blastpipe area de- 
eases back pressure in the 4... 
linders, and the increased dia- 
eter of chimney reduces the 
elocity of the mingled smokebox RY 
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as and exhaust steam discharged , ; 

atmosphere. Notwithstanding i —— 
his lower velocity, a_ higher *_-_-2- bastercccuprre a= 
smokebox vacuum results, owing . “ 
to the large surface area pre- 
ented by the number of jets of EXHAUST 
steam and their greater entraining PIPE 
ction, : 

The chimney and bell are built 8 - 4p" DIA. HOLES 
ip in~ steel plate, electrically EQUALLY SPACED 
velded, in one piece. The hole | 
n top of the smokebox is made BS a 
arge enough to admit the bell, re n- 
ind this is covered by the wide a ¥ 

- ’ ~ 
aseplate attached to the chim- = 
ney. The ornamental rim at the & 


top of the chimney is formed 
trom rings of steel plate welded 
together. 





Five-nozzle blastpipe fitted to Southern Railway ** Lord Nelson” class locomotives 








EUCHARISTIC FESTIVAL TRAFFIC IN 


Unusual conditions evoke an 


EUCHARISTIC festival is held annually on the first 
Sunday in December at Rupertswood, 243 miles 
from Melbourne on the main Bendigo line of the 

Victorian Government Railways, and entails heavy passen- 
ger traffic between the two places. In our issue of April 14 
brief mention was made of the excursions run and special 
arrangements necessitated, and we now give fuller parti- 
culars. 

The fact that there are no fixed signals or siding accom- 
modation at Rupertswood presents an unusual problem in 
the disposal of the special trains. On the day of the 
festival, temporary block posts, signalled by flagmen, are 
opened at milepost 183—to break up the section between 


VICTORIA 


ingenious method of working 





Sydenham and Digger’s Rest—and also at Rupertswood. 
Normally there is no Sunday traffic on the down line to 
Bendigo between the 9.20 a.m. from Melbourne and the 
evening, so that it is possible to block this line curing the 
day without interference with other traffic. After the 9.20 
a.m., the first train connected with the excursion working 
is a special at 9.30 a.m., carrying the operating officials 
to Sunbury, and dropping en route the signalman and two 
flagmen for the 183-mile block post. The special also 
includes two casualty vans, containing equipment for deal- 
ing with any mechanical failure or accident. This train 
is stowed in the cattle siding at Sunbury, and the signal- 
men, flagmen, and operating staff walk the remaining ?- 
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mile from Sunbury to Rupertswood to take up their duties. 
One flagman here acts as a “‘ home ’”’ 
as a “‘ starter.’’ 

After the first passenger special arrives at Rupertswood, 
block working is suspended on the down line between 
there and Clarkefield, the next station further out. When 
the passengers have detrained, this train is signalled out 
by the ‘‘ starter’’ flagman, and continues in the same 
direction along the down line, accompanied by another 
flagman as far as Wildwoods distant signal at the summit 
of Sunbury bank, 1} miles from Rupertswood (Wildwoods 
is a temporary block post, 26} miles out, which is switched 
in at busy times to break up the 74-mile section between 
Sunbury and Clarkefield, but not on this particular day). 
Here this train is stabled on the main line, and the flag- 
man protects the rear with handsignal and detonators. 
The engine is detached and proceeds on the down line to 
Clarkefield. After each passenger special has arrived at 
Rupertswood and unloaded its complement, it is worked 
forward under caution until stopped by the flagman at 
the rear of the preceding train, who then cautions the 
driver to close up to the train in front. This procedure is 
repeated until the whole of the trains are stabled head and 
tail on the down main line, sometimes as many as thirteen 


signal, and another 
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in a line. Each engine is then uncoupled from its . 
train, and coupled up to the train in front, in readness jor 
the return journey. 

In the late afternoon the return rush begins. The et 
of the staff special is brought from Sunbury to take 
first train back to Melbourne, returning over the down 
to Sunbury and the normal up line from there. e 
specials are then flagged one by one down the bank 
Rupertswood, and proceed in the same way, when | 
have picked up their loads, to Sunbury and Melbou 
Last of all, the engine of the first passenger special retu 
on the up road from Clarkefield, picks up at Sunbury 
departmental train and the staff, stops at milepost 
to collect the temporary block-post staff there, and retu 
to Melbourne, after which normal working on the Ben 
line is resumed. Engines of the “‘ A2’’ 4-6-0 type 
used, and as there are no turning facilities at Sunb: 
or Clarkefield, they work the down trains tender fir 
and return to Melbourne chimney first. This ingeni 
method of working would not be possible were it not th 
throughout the middle part of the day, as previously m: 
tioned, there is normally on Sundays no regular trafi 
operating over the Bendigo line. Illustrations of some 
the special trains are published on page 1070. 








AN ALL-METAL COMPRESSION JOINT FOR SMALL PIPES 


M? methods of joining two lengths of pipe entail 
shaping the ends specially by expanding, flanging, 

recessing, or some other treatment—or the pipes may 
even have to be cast or forged or built-up with a par- 
ticular form of end. A joint which obviates any kind of 
pipe-end preparation, and which only requires the pipes 
to be true and smooth on the outside, and to be cut off 
reasonably square, is the newly-developed Stet 3 com- 
pression joint which is obtainable from Victor Collier & 
Co. Ltd., 57, Victoria Street, S.W.1, the patentee and sole 
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All-metal compression joint 


owner. This joint is made for pipes with outside 
diameters ranging from *% in. to 2 in., and it is available 
in steel, copper, brass, Duralumin, tungum and other 
metals. It is equally suitable for liquids and gases, and 
it will withstand pressures in excess of any that the pipe 
can carry with safety. As can be seen from the drawings, 
the joint consists of a body, with two gland-like nuts screw- 


ing therein, and a couple of double-coned ferrules, referred 
to as olives. Each olive is squeezed between internally 
coned surfaces on the body and on the nut respectively 
and is contracted in diameter by the pressure of the nut 
so as to grip the pipe. Fluid can neither pass between th: 
tightened olive and the pipe it grips, nor round the out- 
side of the olive, where there are two conical seals, firs! 
with the body and then with the nut. On releasing th: 
pressure of the nut the olive relinquishes its grip on th: 
pipe so that this form of joint can be broken and remad: 
an unlimited number of times without needing replace 
ment parts. The grip of the olive is uniform around th: 
periphery of the pipe so that there is no tendency to distort 
it from the circular, and, provided that two spanners are 
used when tightening the joint, there should be no 
twisting of the pipe. In virtue of the last-mentioned 
advantages the Stet 3 joint is particularly suitable foi 
thin-walled pipes. 

The pressure-withstanding capabilities of the Stet 3 joint 
have been demonstrated many times, but in what was 
probably the most interesting of the tests a brass joint 
for a }-in. 20 s.w.g. copper pipe was subjected to a pressure 
of 7,000 lb. per sq. in. without any yielding and without 
any sign of leakage becoming apparent. In this test, 
the pipe, except where constrained by the olive in the 
joint, was considerably expanded by the pressure, and 
a perceptible residual bulging proved that the limit of 
this pipe had been reached before that of the joint. In 
this instance it was not possible easily to remove the olive 
from the pipe, but the conditions were, of course, abnormal. 
A point worth noting is that the pipes were not artificially 
constrained to prevent the pressure from ejecting them from 
the joint; the grip of the olives alone was found sufficient 
for this purpose. 

The principle of the Stet 3 joint can be employed in 
any fitting or appliance (such as stop valves, tanks, &c.) 
to which one or more pipe connections must be made, 
and we have seen not only the pipe connector illustrated 
herewith, but also adaptors and unions suitable for leading 
single pipes into different kinds of fluid receiver. 
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RESIGNALLING OF VICTORIA STATION, SOUTHERN RAILWAY 


New 225-lever all-electric power frame on the Central side and re-arrangement 
of existing power equipment on the Eastern side complete the work of modern- 
ising the signalling of the Southern Railway’s terminal stations in London 


“7 ICTORIA is the last of the London termini of the 
‘ Southern Railway to be equipped with colour-light 
signalling. At Holborn, Cannon Street, Charing 
oss, London Bridge, and Waterloo the existing instal- 
tions were entirely mechanical, as far as signal and point 
eration was concerned, and were completely removed. 
.t Victoria the eastern side of the station was equipped in 
919 with electrically-operated points and three-position 
pper-quadrant semaphore signals. Thequestion naturally 
ose as to how much of the existing materials could be 
sed in the proposed modernisation scheme, and whether 
1e bringing of both Eastern and Central Sections of the 
tation under the control of one large signal box was desir- 
le. It was found that much of the Eastern Section 
juipment could be adapted to conform to modern 
southern Railway practice, and since interchange of traffic 
tween the two sections is confined to certain empty stock 
jovements, it was, after due consideration, decided to 
ive two signal boxes. 


Eastern Section Signalling 

When comparing the new Eastern and Central layouts 

1 the accompanying diagrams it should be noted that 
latforms Nos. 1, 2, and 8 are non-electrified roads used 
Imost entirely by Continental boat expresses. It is 
largely for the purpose of clearing steam stock by a path 
independent of the two incoming Eastern Section lines 
that interchange with the Central Section is provided, via 
the crossover road controlled by the Central box and 
eleased by No. 147 lever in the Eastern box. The former 
nechanical signal boxes Victoria ‘‘ B,’’ Grosvenor Road 
‘ B,”’ and Battersea Pier ‘‘ B’’ have been abolished, the 
rea now controlled by Victoria Eastern box extending to 
Factory Junction on the main line, and South Lambeth 
Goods Yard box. 

The signalling installed at Victoria by the former S.E. & 
C.R. in 1919 was unique in this country in that both 
shunt and running signals were three-position. The main 
upper-quadrant semaphores have now been replaced by 
colour-light signals, in certain cases with multiple lamp 
route indicators working in conjunction (such indicators 
were also used with some of the semaphores). The three- 
position shunt signals had white discs with a signal arm 


represented thereon and showed red, yellow, and green 


lights at night. These discs have now been replaced by 
the company’s standard two-position type with plain 
coloured bar floodlighted at night, thus bringing them into 
conformity with the solenoid-operated shunt signals 
installed in the Central Section. In the majority of cases 
the existing all-electric 110-V. d.c. point machines have 
been retained, the control and indication circuits being 
re-arranged to bring them into line with the latest practice 
of the Southern Railway. Westinghouse Style ‘‘ D”’ 
facing point locks and detectors have been fitted in the 
‘‘ four-foot.’’ The track circuits in the original S.E. & 
C.R. layout were d.c., but were changed to a.c. when 
the electrification of this section of the Southern suburban 
lines was carried out, so that no further change was 
required in the present conversion. These a.c. track 
circuits are of the condenser fed type. 

Some of the most intricate changeover work on the 
Eastern side of the station was required in the signal box. 


The existing G.R.S. type power frame was retained, the 
mechanical interlocking being revised where necessary to 
suit changed requirements, and an entirely new set of 
contacts fitted at the back for selection purposes. Dynamic 
point indication, on the well-known G.R.S. principle, was 
originally in use, but has now been removed. In the 
original installation a geographical manipulation chart 
took the place of the usual labels on the signal levers, the 
tables of signal lever numbers on it being arranged to show 
the sequence of levers to be pulled for each movement, 
and the diagram so prepared that the geographical 
direction of each movement was indicated. This has now 
been superseded by number plates for each lever, with the 
list of ‘‘ pulls ’’ shown in the usual way. An indication 
box has been added, running the length of the frame, 
providing visual indication of all points and signals. The 
modernisation of the control room has been completed by 
the provision of a standard Southern Railway type illu- 
minated diagram. Considerable ingenuity has been shown 
in re-arranging the levers in the existing frame so that the 
signals and points previously worked from Victoria “‘ B,’’ 
Grosvenor Road ‘‘ B,’’ and Battersea Pier ‘‘ B’’ boxes 
could be worked from Victoria Eastern box. Concurrently 
with these alterations extensive changes have been effected 
in the relay room below, where the gradual replacement 
of old by new apparatus involved most careful planning 
beforehand and much skill in arranging the large amount 
of temporary wiring. 


Changeover Programme 

Unlike the Central Section side of the station, the 
modernisation work has been completed by easy stages; 
one stage involving the replacement of the electrically 
worked semaphore signals, another the alteration in the 
point machine control circuits, and so on, the bulk of 
the work on the Eastern side being completed before the 
new Central box was brought into service; the final change- 
over on that side, which also marked the completion of 
the whole scheme, took place in the early hours of June 25, 
and involved the abolition of the boxes already mentioned 
and the transfer of the controls over their areas to the 
Victoria Eastern frame. 

Central Section Signalling 

The earlier part of the Central Section scheme was 
brought into service on October 16, 1938, and described 
in THE RatLway GAZETTE for October 21. The temporary 
arrangements between Battersea Park Junction and Vic- 
toria shown on the plan published in that article have now 
been replaced by the final ones shown on the accompanying 
plan, The North and South station boxes and Battersea 
Pier ‘‘ A’’ box have been abolished. All had Sykes 
electro-mechanical type frames with slides for controlling 
the signals. This signalling originally formed part of the 
extensive scheme for modernising Victoria station, com- 
pleted by the L.B. & S.C.R. in 1908, though the actual 
signalling has undergone certain modifications since - that 
time, as mentioned in our editorial article on page 1052. 

One new box, containing a 225-lever all-electric locking 
frame, now controls the whole of the Central side, con- 
forming in every way to the well-established power sig- 
nalling practice of the Southern Railway, and operating 
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90 pairs of points and 145 signals. The track layout allows 
of the majority of the points being worked in pairs, as 
crossovers, and only 50 point levers are required; it is 
of course simplified by there being only a very few light 
engine movements to provide for, an overwhelming propor- 
tion of the traffic being operated by multiple-unit electric 
trains. 

There is a conspicuous absence of apparatus boxes in 
the station itself. Numerous track-feed sets, test inspec- 
tion cases, and similar equipment, are accommodated in 
the luggage subway connecting all platforms; this has also 
formed a most useful route for one of the main cable 
runs, from which the subsidiary runs to the signals, point 
machines and other apparatus in each of the platform 
roads could be conveniently made. 


Central Section Signal Box 

In installations of this kind the large number of con- 
trols necessitates a very careful cabin layout, and a system 
of labelling permitting of any circuit, however simple or 
complicated, being traced out immediately. In both these 
respects Victoria Central signal box is second to none. 
Incoming cables are brought in in two groups. Those 
entering under the north wall of the box come from loca- 
tions in the station itself; those entering under the south 
wall come from the station yard and the approach lines 
from Grosvenor Road bridge. At each end these cables 
are brought to large disconnecting boards; from them the 
internal wiring of the cabin, entirely in flameproof “‘ ite 
wiring, is carried. The control circuits fuse board is of 
ample dimensions, permitting of a neat yet uncrowded 
arrangement of the fuses in groups relating to the various 
functions controlled; a series of narrow shelves, on which 
to rest the cartridges when not inserted, is a refinement 
typical of a layout in which testing, maintenance, and 
inspection have been rendered as easy as possible. The 
well arranged main switchboard, located at the south end 
of the apparatus room, is very accessible. The instru- 
ments, fuses, and switches for each particular part of 
the power supply system are grouped together on separate 
bays of the front panel, all conspicuously labelled. Ample 
depth is provided inside the cubicle for inspection and 
maintenance of all units, including certain associated equip- 
ment such as main transformers and rectifiers, too large to 
be mounted on the panel itself. Along the top of the panel 
strip lighting is provided. 

All-Electric Locking Frame 

From the apparatus on the ground floor of the signal 
box, wiring is carried in elevated troughs built up from 
channel section troughing, in moulded asbestos, from 
which cables pass through the ceiling into a mezzanine 
between the relay room below and the control room above, 
used as a distribution point for spreading out the cables 
so that each particular wire can be led directly under the 
terminal in the locking frame to which it is attached; big 
diameter cable “‘ trees ’’’ are thus largely avoided. The 
frame is arranged in three separate sections, the two 
outer ones being inclined to the central portion in the 
manner innovated at Brighton station 6} years ago, with 
three illuminated diagrams. Signalmen are assisted in the 
prompt handling of traffic by a frontward extension of 
the shelf carrying the lever designation plates, which allows 
for legends giving the names of the groups of tracks and 
the movements to which each successive batch of levers 
refers. This in no way replaces the usual lever desig- 
nation plates, on which the full description and list of pulls 
are given. These have a ‘“‘ black ’”’ bronze finish, a ser- 


viceable colour, sufficiently removed from dead black to 
enable the wording on point lever plates to be rendered 
clearly in black. 
lettering. 


Signal lever nameplates have red 
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Throughout the station area where the speed of trains 
whether express or local, is much the same and braking 
distances are alike, the majority of the main running 
signals display three indications only. Four-aspects are 
to be found only in the neighbourhood of Battersea Park 
Junction, where the stopping of suburban trains demands 
a greater flexibility, and on home signals 11/17, 31,37 
and 149/157. An interesting use of three-aspect running 
signals occurs in the up platform home signals, such as 
No. 63 on platform No. 17, and No. 85 on platform No. 
15. The use of multiple-unit electric trains means that 
platforms will at certain times be occupied by very short 
trains, and at others by longer formations when two or 
more sets are coupled together. The signal indications 
give the motorman of an incoming train information on the 
state of occupancy of the road ahead. In each platform 
road a track-circuit extends for 320 ft. from the buffer 
stops, being a little longer than a four-car main-line set. 
The three-aspect platform home signal shows green if the 
road is clear up to the buffer stops, yellow if the innermost 
track circuit just mentioned is occupied and the one im 
mediately ahead of the signal itself clear. The yellow 
indication is used when another set train is run in for 
coupling up, or other purposes. These three-aspect plat 
form signals are preceded by the four-aspect home signals 
11/17, 31/37, and 149/157. Working in conjunction with 
each of the latter are calling-on signals of the floodlighted 
coloured bar type, distinguished from shunt signals by 
a letter ‘‘ C ’’ superimposed upon the bar. 

The arrangement of some of the overhanging signal 
brackets in the station gave rise to certain problems. 
Sighting considerations called for signals as low as pos- 
sible. At the same time the space available for the 
bracket structure was restricted by the need for providing 
adequate headroom on the platforms. One of the most 
difficult cases was that of the bracket for signals 103 and 
104, which had to be arranged low down under the 
awning of the outer end of platform No. 16. 


Route Indicators 


Throughout the station area route indicators are of 
the multiple-lamp, or theatre sign type. Most of the in 
dications are controlled by separate levers, but in certain 
cases they are selected automatically, according to the way 
the road is set, as in the case of the shunt signals 3, 6, 
and 8 relating to entrance or exit from the sidings 1 and 
2, connected with the carriage road. The indicator work- 
ing with signal 3, for example, displays the letters ‘‘ CR,”’ 
or ‘‘ T,’’ according to whether the road is set for the 
carriage road or the up through line. The route letters 
displayed are repeated behind the relative lever in the 
frame. 

At the diverging junction at Battersea Pier a long- 
range position-light junction indicator is used, as by this 
time outgoing trains have normally attained considerable 
speed; this type is also used at Battersea Park, as shown 
on the plan in our earlier article. 


Changeover Work 


Since October 16 last, when the first stage of the work 
between Pouparts Junction and Battersea Pier box was 
brought into service, certain of the new colour-light 
signals had been worked from the old Victoria South 
signal box, notably the outer homes 29 and 147, previously 
numbered 160 and 161 respectively. With these were 
associated a few track circuits, to show the occupancy or 
otherwise of which an improvised track diagram was in- 
stalled in that box, covering the particular part of the 
line concerned; the state of the track circuits was shown 
thereon by needle indicators. Illuminated repeaters for 
the colour-light signals were installed behind their re- 
spective slides. To lessen the amount of work on the 
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The new Victoria Central signal box 


Interior of new Victoria Central signal box, showing 225 


-lever all-electric locking frame, illuminated diagrams 
in triplicate, and train describers 





June 30, 1939 THE RAILWAY GAZETTE 1067 


Gbeboper eee 
AEH 


ee ee 


A! 
= 





Interior of Victoria Eastern box, showing new lever plates, indication box, and 
illuminated diagram working in conjunction with the old power frame 
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Three-aspect home signal, Central Section side. On the platform is seen the old North box, now disused. A 
grour.d shunt signal and electric point machine are visible alongside the train on left 
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The ** Hole-in-the-wall” signal box at Victoria station, opened in 1860, showing the mixed gauge tracks. 


was constructed by Saxby & Faimer. 
clear. 
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The exact function of the signals seen in the right-hand illustration is 
I'wo pairs are painted in the opposite style to the standard, while the number of spectacle glasses varies 
from two to no fewer than six in the right-hand set of arms. 
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This box 


nol 


They were evidently worked by rodding from the 


levers in the centre of the frame and may have been direction indicators of some sort 


opening night the most complicated point layouts were 
brought into service beforehand, and worked temporarily 
from the old frame. These included three movable 





Interior of Battersea Pier signal box, showing the original 

Sykes electro-mechanical frame, with electric signal slides 

arranged above mechanical point levers, miniature lock-and- 

block instruments and co-operative cancelling apparatus. 

Similar equipment was used at Battersea Park, Grosvenor 
Road, and Victoria terminus 


diamond crossings and certain double slips, but there still 
remained over 80 pairs of points to be changed on the 
opening night. All are operated by Westinghouse styl 
‘“M3”’ point machines, working on 110 V., d.c., most of 
them being controlled directly from the levers in the 
locking frame, but a few at the site of the Old Battersea 
Pier ‘‘ A’ box are operated through contactor-type point 
controllers, owing to their comparative remoteness from 
the signal box. In view of the amount of ground con- 
nections to be changed over it is indeed a tribute to the 
organisation concerned that the task was completed be- 
tween the hours of 10.45 p.m. on Saturday, June 3 last, 
and 3.45 a.m. on Sunday, June 4, two hours earlier than 
schedule time. 

With the exception of the test inspection cases, rail- 
joint insulations, train description apparatus, and tele- 
phones, the whole of the signalling material, including the 
bracket signal structures and the power-supply switch- 
board, were supplied by the Westinghouse Brake & Signal 
Co. Ltd.; the test inspection cases and certain rail-joint 
insulations were supplied by the W. R. Sykes Interlock- 
ing Signal Co. Ltd., the train description apparatus by 
the Siemens & General Electric Railway Signal Co. Ltd., 
and the telephones at signals by the General Electric Co. 
Ltd. The signalling scheme was prepared, and the whole 
of the installation work carried out, by the staff of the 
Southern Railway Company’s Chief Engineer, Mr. 
G. Ellson, to whom we are indebted for facilities to 
describe the work. 








New BaTAVIER LINE STEAMER.—The steamer Batavier 
ITI, the latest unit of the Batavier Line fleet for service 
between Rotterdam and London, which was placed in 
commission recently, was inspected by guests of the owning 
company at the Customs House Quay on the Thames on 
Monday. The vessel has two luxury cabins, 43 first class 
and 21 second class cabins. On ‘‘ B’”’ deck, 24 third 
class passengers can be accommodated. In the first class, 
a maximum of 95 passengers, and in the second class, 
71 passengers can be carried. The Southern Railway has 
for many years run a special train service in connection 
with the Batavier Rotterdam—London ships. 
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NEW 2-FT. GAUGE GARRATT LOCOMOTIVES FOR SOUTH AFRICA 


These locomotives are probably the most powerful in service on the 2-ft. gauge 





FXHE first Garratt articulated locomotive was placed in 
service on the 2-ft. gauge lines of the South African 
Railways in 1920, and the latest, illustrated here- 

with, of the 2-6-2 + 2-6-2 type, has recently been com- 

pleted by the same firm, Beyer, Peacock & Co. Ltd. The 

South African Railways now have 32 Garratt locomotives 

at work on the 884 miles of 2-ft. gauge line. The new 

2-6-2 + 2-6-2 locomotives, of which eight have been 

built, are designed for a maximum speed of 35 m.p.h. 

and have coupled wheels 2 ft. 9 in. dia. The pony truck 

wheels are 1 ft. 9 in. dia. and are carried in Timken 


roller bearings. .The total heating surface is 1,067 sq. ft., 
including 147 sq. ft. of superheating surface, and the 
grate area 19°2 sq. ft. At 85 per cent. of the boiler 
pressure (180 lb. per sq. in.) the tractive power is 21,360 
lb. The tank capacity is 1,825 gal. and there is space 
for four tons of coal. The weight of the locomotive in 
working order is 603 tons, with a maximum axle load 
of just under seven tons. These engines work on a rail 
weighing 35 lb. per yd. and negotiate ruling gradients 
of 1 in 33. They are designed to travese curves of 
150 ft. radius. 








New Bournemouth Central Waiting Rooms, Southern Railway 








Views in waiting rooms at Bournemouth Central station, Southern Railway, four of which have been decorated in 
lounge style and provided with mural panels, painted by local art students, depicting places of interest on the 
company’s system 
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Special traffic working on the 
Victorian Railways in con- 
nection with the annual 
religious festival at Ruperts- 
wood 
Above : General view of specials 
parked on down main line to 
Bendigo waiting to take up 
their return working 
Right: One of the special 
trains passing Sunbury. See 
article on page 1061 
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Left: A new type of seat for chair-cars, Canadian 
National Railways, with a storage compartment under- 
neath. A flap covers the opening in the revolving chair, 
which may be swung round to face the window or in 
any other position that may suit the passenger 
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L.M.S.R. ScotrisH COMMII1EE 
Che directors of the London Midland 
Scottish Railway Company have 
pointed Captain Sir Ian Frederick 
heney Bolton, of West Plean, Stir- 
ng, a member of the company’s Scot 
sh Committee in the place of Mr. 
mes Whiteford Murray, who has re- 
ed. Sir Ian’s grandfather was a 
irector of the Caledonian Railway 
om 1869 to 1901, and Chairman of 
it company from 1881 to 1897; he 
presented Stirlingshire in Parliament 
r some time. A Partner in the firm 
McClelland, Ker & Company, Char- 
red Accountants, Glasgow, Sir Ian is 
Director of the Scottish Widows’ 
und, and served during the war in 
1e Argyll & Sutherland Highlanders. 
The following were among those 
resented to the King and Queen at 
Southampton on June 22 on Their 
Majesties’ return from their tour in 
inada and the U.S.A. :— 
Mr. Gilbert S. Szlumper, 
Manager, Southern Railway. 


General 


Mr. Ee. #£. Missenden, Traffic 
Manager, Southern Railway. 

Mr. R. P. Biddle, Docks and 
Marine Manager, Southern Railway. 

Mr. Jj. C. Patterson, European 


Manager, Canadian Pacific Railway. 


Captain R. N. Stuart, V.C., R.N.R., 
General Manager, Canadian Pacific 


Steamships. 

The King and Queen later travelled 
to Waterloo, where among those who 
received them was Mr. R. Holland- 
Martin, Chairman of the Southern 
Railway Company. 


We regret to record the sudden 
death in Switzerland on June 19 of Mr. 
G. N. Peters, Hotels Manager, 
Northern Scottish Area, L.N.E.R. 
Mr. Peters’s first railway hotel appoint- 
ment was to be Manager of the 
L.N.E.R. Station Hotel, Glasgow, but 
he had previously had extensive and 
varied experience of management in 
London and at the seaside. In 1925, 
a few months after his first railway 
appointment mentioned above, Mr. 
Peters was made Hotels Manager of 
the L.N.E.R. Northern Scottish Area, 
which post he held up to his death. 

We regret to record the death on 
June 11 of Mr. Alexander Bishop, who 
retired in 1926 from the post of Dis- 
trict Engineer, St. Enoch = station, 
Glasgow, L.M.S.R. 


Ccunt Costanzo Ciano, who died on 
June 27, was for ten years Minister of 
Communications in the Italian cabinet, 
and during his term of office much 
progress was made in acceleration and 
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electrification. Since 1935 he had been 
President of the Chamber of Deputies 
(later replaced by the Chamber of 
Fasces and Corporations). He was 
father of the present Italian Foreign 
Minister. 


Mr. O. P. Hutchinson, who, as re- 
corded in our issue of June 16, retired 
from the post of District Locomotive 
Superintendent, Darlington, L.N.E.R., 
on June 13, began his career with the 
former North Eastern Railway in Sep- 





Mr. O. P. Hutchinson 


Who has retired from the post of District Locomotive 
Superintendent, Darlington, L.N.E.R. 


tember, 1895. After serving an appren- 
ticeship at the North Road locomotive 
works, Darlington, under the late Mr. 
Wilson Worsdell, the then Chief 
Mechanical Engineer, he was appointed 
Draughtsman, Outside Machinery De- 
partment, in 1901. Mr. Hutchinson 
went to Gateshead as Locomotive In- 
spector in 1904, and was subsequently 
appointed District Lccomotive Fore- 
man at Stockton in 1907, and at Tyne 
Dock in 1911. In 1919 he was 
appointed District Locomotive Shed 
Superintendent at Hull. After the 
absorption of the Hull & Barnsley 
Railway, and later, the grouping 
of the respective companies into the 
L.N.E.R., there still remained for some 
years two distinct locomotive districts 
in the Hull area, namely, the N.E. 
and the H. & B. Sections. In May, 
1933, the two districts were amalga- 
mated and Mr. Hutchinson’ was 
appointed District Locomotive Super- 
intendent over the new district. In 


May, 1938, the Middlesbrough and 
Darlington locomotive districts were 


combined, and he returned to Darling- 
ton as District Locomotive Superinten- 
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dent to take charge of the extended 
district. It is interesting to note that 
this includes the original Stockton & 
Darlington Railway. 





We regret to record the death, at 
Toronto, on Wednesday last, June 28, 
of Sir George McLaren Brown, for 26 
vears European General Manager of the 
Canadian Pacific Railway. He was 
born at Hamilton, Ontario, on January 
29, 1865, and educated at Shrewsbury 
(England), at Hamilton Grammar 





Photo] Bassano 


The late Sir G. McLaren Brown, K.B.E. 


European General Manager, Canadian Pacific 
Railway, 1910-36 


School, and at the Upper Canada Col- 
lege, Toronto. te began his railway 
career in 1887 in British Columbia, and 
was employed in organising the Pacific 
Coast traffic of the C.P.R. In 1892 he 
was promoted to be General Traffic 
Manager and Executive Representative 
of the company in British Columbia, a 
post which he held for ten years. Then 
in 1902 he was transferred to Montreal 
as General Superintendent, Hotels, 
Dining and Sleeping Cars, but in 1907 
he was called upon to establish a traffic 
organisation in Canada and the U.S.A. 
for the Atlantic shipping service then 
recently inaugurated by the Canadian 
Pacific Railway ; he was given the title 
of Atlantic Steamships Traffic Manager. 
In 1908, Sir George McLaren Brown 
came to England as General Traffic 
Manager, and two years later was made 
European General Manager, a position 
which he occupied for 26 years, until his 
retirement on October 31, 1936, under 
the company’s pension rules. During the 
war he was Assistant Director-General of 
Movements and Railways at the War 
Office, and served in that capacity until 
April, 1919. He was created a K.B.E. 
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The Prestatyn Holiday Camp 


(See article opposite) 








Above : General view in camp 
grounds, showing the ** spot- 
ting tower.” from which fine 
views of sea and mountain 
scenery are commanded 


Left: The swimming pool. 

overlooked by the ** wheel- 

house”’ and ** bridge” of the 
** Prestatyn Clipper ” 





Right : Some of the chalets 
in which visitors to the camp 
are accommodated 
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Military Division) in 1919 in recogni- 
tion of his services during the war. Sir 
George was an exceptionally popular 
and zealous officer, and extraordinarily 
conscientious in his efforts to satisfy 
the company’s customers. On October 
27, 1936, he was entertained to dinner 
at the Wharncliffe Rooms by the staff 
of the C.P.R. European organisation, 
and was presented with his portrait in 
oils. At the same time a presentation 
was made to Lady McLaren Brown. 
More than 350 members of the railway 
and steamship staffs of the C.P.R. 
attended the reception and dinner. On 
November 11, 1936, a few days after 
his retirement, Sir George was _ re- 
ceived by the King at Buckingham 
Palace. 
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Mr. Vivian L. Oury has been ap- 
pointed a Director of Nyasaland Rail- 
ways Limited, and the Central Africa 
Railway Co. Ltd., in succession to the 
late Mr. Libert Oury. 

INSTITUTE OF TRANSPORT 

The vacancies at September 30, 1939, 
among the ordinary members of council 
of the Institute of Transport will be 
filled by the undernamed :- 

Members 

Mr. T. E. Argile, Acting Chief Com- 
mercial Manager, L.M.S.R. 

Mr. R. Carpmael, O.B.E., Chief 
Engineer, G.W.R. 

Mr. P. E. R. Graefe, Secretary and 
Commercial Manager, Maidstone & Dis- 
trict Motor Services Limited. 
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Mr. D. H. Handover, Traffic Manager, 
Imperial Airways Limited. 

Mr. D. Hays, General Manager and 
Director, Midland General Omnibus 
Co. Lid. 

Mr. C. J. Selway, C.B.E., Passenger 
Manager (Southern Area), L.N.E.R. 

Mr. C. Owen Silvers, General Manager 
and Engineer, Wolverhampton Corpora- 
tion Transport Department. 

Mr. Frederick Smith, Head of Trans- 
port Executive, Unilever Limited. 

Captain F. G. Spriddell, R.D., R.N.R., 
Chief Marine Superintendent, Royal 
Mail Lines Limited. 

Associate Member 

Mr. R. Letch, Chief Assistant to the 
General Manager, Port of London 
Authority. 








Prestatyn Holiday Camp 


Pre-view and luncheon to inaugurate a joint venture 
by the L.M.S.R. and Thos. Cook & Son Ltd. 


On Thursday, June 22, British 
Holiday Estates Limited, which has 
been organised jointly by the L.M.S.R. 
and Thos. Cook & Son Ltd., enter- 
tained a party of guests at luncheon 
and gave them facilities for inspecting 
Britain’s latest and most modern holi- 
day camp at Prestatyn, Flintshire. 
Situated within easy reach of Presta- 
tyn station, L.M.S.R., the camp, 
which has an area of 58 acres and runs 
along the coast for nearly one-third 
of a mile, is covered by 900 well- 
appointed chalets, accommodating in 
all 1,700 campers, and, in addition to 
extensive buildings for dining, recrea- 
tion and administration, provision has 
been made for every form of indoor 
and outdoor amusement, embodying 
swimming pools, tennis courts, bowling 
greens, running track, roller-skating 
rink, gymnasium, and children’s play- 
ground. 

With regard to the main buildings, 
the dining block contains a ballroom 
and concert hall, enabling 600 couples 
to dance at one time, a fully-equipped 
stage and dressing room, and a large 
lounge bar. The reception block is 
provided with an enquiry and travel 
bureau, administrative offices, bank- 
ing facilities, main lounge and bar, 
gymnasium, and billiard-room, and 
also a shopping-centre supplying every 
possible requirement. Amongst other 
interesting features may be mentioned 
an 85-ft. observation-tower, whence 
residents will be able to obtain magni- 
ficent views of the sea and the moun- 
tain ranges of Snowdonia ; and, along- 
side the swimming-pool, a reproduc- 
tion of an anchored ship (styled the 
Prestatyn Clipper), of which the after- 
deck is devoted to deck games, the 
upper bridge serving as a control tower 
and judges’ stand for aquatic compe- 
titions. 

The whole of the camp grounds have 
been laid out by expert landscape gar- 
deners with lawns, fountains and 
walks; pure water, originating in a 
natural spring, is laid on, and electric 


light and power are taken in through 
a special power station. The camp has 
its own medical officer, and in addi- 
tion to first-aid nurses there are special 
nurses to look after children. As re- 
cently as December, 1938, the camp 
site was nothing more than a bare ex- 
panse of ground, and great credit is 
due to the contractors and to the archi- 
tect of the L.M.S.R., Mr. William H. 
Hamlyn, for having completed this 
monumental work within so short a 
period of time; towards the end no 
fewer than 1,500 men were employed 
on putting the finishing touches to the 
camp buildings and equipment, which 
are all-British throughout. Already 
more than 15,000 prospective residents, 
the first contingent of whom arrived 
on Saturday, June 24, have “ signed 
up ’’ for the present season, extending 
to late September. 

Lord Stamp, who proposed the toast 
of ‘‘ Success to the Prestatyn Holiday 
Camp ”’ at the official luncheon, said 
that a holiday camp, as such, was no 
novelty, but for the first time they 
were beginning to get a camp as a 
single unified conception on complete 
lines, catering for all holiday wants, 
but with good taste and expert con- 
trol throughout. The heavy bookings 
for the opening season of this camp 
showed that many visitors were com- 
ing from places far distant, and he 
was convinced that the enhanced speed 
and comfort of railway travel, as well 
as the lowering of ordinary return 
fares by one-third some years ago, had 
induced large numbers to widen their 
range of interest and to venture further 
afield. 

After paying high tribute to the 
company’s architect and the con- 
tractors for the speed and precision of 
their work, Lord Stamp _ concluded 
with the opinion that British Holiday 
Estates Limited was, in this venture, 
performing that most difficult of tasks 
—the creation of new advantages with- 
out injury to others—for it was cater- 
ing for a developing traffic, and one 


which would bring business and _pros- 
perity to all the regular neighbouring 
resorts. 

Mr. Stanley Adams, Chairman of 
Thos. Cook & Son Ltd., in replying to 
the toast, thanked Lord Stamp for his 
appreciative references to the new 
camp, which, he said, they had decided 
to call ‘‘ Everyman’s Luxury Hotel.”’ 
All classes reacted to artistic surround- 
ings, and this was exactly what Mr. 
Hamlyn with his ability, initiative, and 
capacity had _ provided, with such 
success that the original critics were 
now praising his work. One answer 
to the detractors who upheld old 
methods of holidaymaking was that 
with the increase of holidays with pay 
there was room for all; moreover, their 
underlying motive in instituting this 
camp was not to antagonise those who 
catered for the conventional holiday- 
maker, but to collaborate with them. 

Sir Edward Grigg, M.P., proposed 
the toast of the guests, to which Mr. 
Gwilym Rowlands, M.P., _ briefly 
responded. : 

The special train provided by the 
L.M.S.R. between London and Pres- 
tatyn consisted of 13 vehicles, weighing 
444 tons tare, and. was hauled by 
streamlined 4-6-2 No. 6227, Duchess of 
Devonshire, this in itself constituting 
a precedent in that on no previous 
occasion had a_ Pacific locomotive 
travelled over the North Wales district 
at the head of a scheduled passenger 
train. Good running was performed in 
both directions, culminating in a 
start-to-stop time of 78 min. 33 sec. 
(76 min. net) from Rugby to Euston, 
which converted a 3} min. late de- 
parture into an on time arrival. 

Among the guests and _ repre- 
sentatives of the L.M.S.R. and Thos. 
Cook & Son Ltd. who attended the 
luncheon and pre-view were :— 


Lord Stamp, Sir Fra.acis Towle, Lord Aber- 
conway, Sir Edward Grigg, Sir Stanley Reed, 
Sir Basil Goulding, Sir Henry Self, Count 
Cicogna, Colonel Miles Backhouse, and Messrs. 
H. A. Astbury, Gwilym Rowlands, Stanley 
Adams, H. E. Griffin, E. Huskisson, A. E. Shinn, 
H. H. Gardiner, O. Glynne Roberts, J. Ballan- 
tyne, W. H. Hamlyn, T. E. Argile, Arthur 
Towle, Ashton Davies, E. J. H. Lemon, H. V. 
Mosley, J. B. Colbert, G. H. Loftus Allen, 
A. Eddy, S. E. Parkhouse, and Norman Wilkin- 
son. 
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Remarkable Italian Acceleration Achievement 


Speeding up throughout Italy has in just over three years produced 
7,147 miles of daily runs timed at 60 m.p.h. and over, fast electric and 
diesel railcar services over all main and cross-country routes and 
many branches, benefiting all classes of traffic throughout the country 


[In the April 28 issue of THE RAILWAy 
GAZETTE an article was published en- 
titled The Italian Rail Speed Revo 
lution,’’ in which a review was given 

the long distan train services 


vhich had operated in Italy during the 


BooKED 


us winter, with certain additions 
datir from January Remarkable as 
thes ac elopments may have been 
ie re left completely in the shade 
\ li \ | 
iw 1) OVER 
70 4 67 | 
id 
1936 26 (2 
1937 13! (1 261 (2 
1938 131 (1 IS1 (4 
1939 1,187 (10 1,745 (16 
! $ i the ui 
b th train service programme of 
1939-1940, which came into. force on 
May 15 last Until the beginning of 
May 1936, with the exception of an 
earlier and unsuccessful experiment 


steam on the Milan—Venice line, 
which continued for a short time only, 
. 


with 


no train had ever been booked from 
tart-to-stop at a speed as high as 60 
m.p.h From May 15, 1939, three 
years later, there are 101 runs on 
[talian metals, with a total mileage of 
7,147, booked at over 60 m.p.h., 34 


ins, 3,600 miles in length, at over 64 
m.p.h., and ten runs, totalling 1,187 
miles, at over 70 m.p.h. Table A re 
views the speed progress of the years 
1936 to 1939 inclusive, and outlines a 
development in that has 
one of the most rapid effected by any 


speed been 


country in the world in so short a 
period 

Phe hief additions to the Italian 
speed mileage that have just been 
made have been by the introduction 


of a number of new high speed units, 


with electric propulsion over the ele 


tric lines, and diesel-propelled else 
where Certain services are a com- 
bination of both forms of transport, 


with a change of train intermediately. 
Between Milan and Rome there are 
six high speed services, three in 
each direction daily, four special high 
speed units taking 6 hr. for the 392-8 
miles (65-5 m.p.h.), and the other two, 
heavier trains of ordinary stock, elec- 
trically hauled, 6} hr. (60-4 m.p.h.); 
all carry first passengers only. 
Three of these trains (one southbound 
and two northbound) run through be- 
tween Milan and Naples, covering the 
523-3. miles to and from Naples 
(Mergellina) in 7 hr. 59 min. (65-4 


how 


class 


m.p.h.), including stops at Bologna, 
Florence, and Rome The remaining 
high-speed working between Rome and 


Naples is by the late evening rapido 


from Milan to Rome, which continues 
from Rome to Naples at 8.50 a.m. the 
next morning, covering the 130-5 miles 


to Mergellina in 108 min., at 72-5 


m.p.h This is the fastest run in 
Italy. Che lurin—Genoa—Pisa 
Dat OVER ITALIAN STAT RAILWAYS Al 
FROM S1 ro-S 
G4 | 62 m.p.1 60 m.p.h 
ind t Lover and ovet 
rmrile rile miles 
26 (2 $89 (9 741 (16 
381 (4 862 (11 1,317 (20) 
929 (10 1.399 (20 2.125 (35 
3.600 (34 5,789 (71 7,147 (101 
) tr I it eacl i ite I ive 


service has also been 
and 4.55 p.m. 
taking 6 hr. 55 min. for 

(59-9 m.p.h.), and at 
p-m. northbound, 
(59-2 m.p.h.). Owing te 


Leghorn— Rome 
doubled, at 
southbound, 
the 414-4 miles 
7 25 a.m. 


taking 7 hr. 


6.55 a.m 


and 5.25 


the different forms of electric traction 
on this route north and south of Via 
reggio, diesel units work this service 
between Turin and Leghorn, and a 
single high speed electric unit makes 


all four non-stop journeys between Leg- 
horn and Rome, changing 
from one unit to the other at Leghorn. 
This service also is first class only. 

Over the Bologna—Ancona 


yassengers 
} g 


Bari 
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speed service is maintained. A hich 
speed electric train runs between Mil 
and Ancona, calling only at Bolo 
and connects at Ancona with a di 
train for Pescara, Foggia, Barletta 
Bari. At Bari this 
with two other fast diesel services 
continuing along the same main lin 
Brindisi and Lecce, and the oth: 
Taranto. In the northbound dir 
the diesel railcar covers the 277-1 n 
from Bari to Ancona in 5 hr. 20 mi 
and the electric train the 262-9 n 
from Ancona to Milan in 4 hr. 8 m 
the latter being at 63-6 m.p.h. 
cluding the Ancona change-over, 
total time for the 540 miles from B 
to Milan is 9 hr. 33 min., and in 
reverse direction 9 hr. 48 min. Anoth 
new long-distance high speed servi 
with electric power, is from Rom 
Naples to Reggio di Calabria, on th 
Straits of Messina, a journey of 427 
miles which is completed, includir 
stops, in 8 hr. 35 min. southbound and 
8? hr. northbound From Villa Sa 
Giovanni connecting rapido railcars a1 
taken across the train ferry to Messina 
and work through to both Syracus: 
and Palermo, giving those Sicilian 
towns a fast connection with Rome i 
12 to 13° hr. Across Italy from 
Mediterranean to Adriatic there is an 
electric from both Rome and 
Naples, connecting at Caserta, to Bene 
vento and Foggia, where connection i: 
made with the Bari and Brindisi ser 
vice already mentioned; from Rome the 
run of 142-9 miles to Caserta is made 
non-stop (by the Rome—Naples 
direttissima as far as Villa Literno) in 
129 min., and the 244-2 miles from 
Rome to Foggia are covered in 4 hr 
25 min. On the return journey the 
time is 4 hr In general these 
services are first and second class. 
Among other cross-country 
may be mentioned those between Turin 
and Bologna, twice daily in each direc- 
tion with completing the 


servic e con 


service 


35 min. 


services 


diesel cars, 


line a similar joint electric and diesel high 208-2. miles with eight intermediate 
Pancte B—Principat ITaALttan HIGH SPEED RAILCAR SERVICES 
Fastest Service 
No. of Average m 
| e1 Distance Journeys Stabe ; Propulsion 
Daily No. of Overall 
Time | ‘Stops | Speed 
miles h. m. h. u m.p.h, 
Milan -Rome-Naples* 523-3 t 7 59 7 #39 3 65-6 Electric. 
Milan—Rome 392-8 2 6 30 6 30 Z 60-4 
f Rome -Leghor: 196-4 4 3 02 3 Ol 65-1 a 
\ Leghorn—Turin .| 218-1 4 3 50 3 47 2 59-2 Diesel. 
f Milan—Ancona .| 262-9 y 4 4 O09 $4 O8 ] 63-6 Electric. 
\. Ancona—Barit 277°1 2 5 26 5 20 3 52-0 Diesel. 
Rome-—Reggio = 427-5 2 8 40 s 3 7 49-8 Electric. 
Rome—Foggia 244-2 2 4 30 4 25 y 55-3 - 
lurin—Bologna 208-2 4 3 54 3 45 SS) 55-5 Diesel 
Bologna—Trieste ... 197-0 4 3. 45 3 2 7 53 -2 ”_ 
Bologna—Bolzano 162-8 2 3 O01 2 58 3 54-9 # 
Bologna—Milan ..| 136-1 » 2 00 2 00 68-1 Electric. 
Bologna—Venice ..| 99-4 2 t 351i 1 50 4 54-2 Diesel. 
Genoa—Milan cool Coe 2 1 31 1 30 2 62-2 
Verona—Bolzano ; 92-0 4 1 1 32 2 60 -0 
Milan—Turin§ ...| 91-3 8 1 26 1 24 65-2 os 


* Time and speed given to Naples (Mergellina). 
+ Connects at Bari with fast railcar services to Brindisi, Lecce, and Taranto. 
San Giovanni with fast through railcar services to Syracuse and Palermo. 
rrains continue to Turin (Porta Nova) 


to Turin (Porta Susa). 


Trains continue to Naples (Plaza Garibaldi). 
t Connects at Villa 
§ Time and speed given 
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tops in 33 to 4 hr.; the route is via 
\sti, Alessandria, Voghera, and 
Piacenza. There are also twice daily 
ervices between Bologna and Trieste, 
a Padua and Venice, averaging 3? hr. 
r the 197:°0 miles, and between 
3ologna and Bolzano, via Verona and 
rrento, both of which have _ been 
perating for some time past. The 
\lilan—Turin diesel service now com 
rises four high speed trains in each 
lirection daily, covering the 91-3 miles 
etween Milan and the Porta Susa 
tation at Turin in from 84 to 89 min., 
ut curiously enough the fastest ser 
ces over the continuation of the same 
ute between Milan and Venice, where 
he first experiments were made with 
igh speed rail transport in Italy, are 
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Graph showing acceleration progress of 


Italian State Railways compared with 

L.M.S.R. (England), German _ State 

Railway, and Pennsylvania’ RR. 
(U.S.A.) 1931-39 


till maintained with steam. One 
diesel service also works between Milan 
ind Geneva, covering the 93-2 miles in 
90 min. one way and 92 min. the other. 
The principal long-distance fast rail- 
ar services are set out in Table B. 
Apart from the foregoing rapido ser 
vices over the principal main lines, 
there are many subsidiary main lines 
and branches all over Italy on which 
there have been established rapido or 
diretto railcar services, calling at prin- 
ipal stations only, and considerably 
reducing the normal journey times. 
\mong these may be mentioned Rome 
Ancona (184-5 miles, twice in each 
direction daily), Rome—Perugia (128-5 
miles, once daily), Perugia—Florence 
(102-5 miles, once daily), Milan— 
Tirano, connecting with the Bernina 
Railway to St. Moritz (96-9 miles, 
twice daily), Turin—Aosta and Pré 
St. Didier (100.0 miles, twice daily). 
Venice—Pieve di Calalzo for Cortina 
(83-8 miles, twice daily). In 
Sicily, in addition to the through 
railcars from Villa San Giovanni, on 
the mainland, already mentioned, two 
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Paste C,—-TuHe Fastest Runs 1n ITALy 
fOver 64 m.p.h. from start-to-stop) 

No. of 

lime From Distance rime Speed Runs 

Daily 

miles min, m.p.h. 

8.50 Rome Naples (Mergellina) 130-5 108 72-5 l 
13.50, 18.00 Milan Bologna eid oo 136-1 113 72-3 3 
20.00 Rome ios Naples (Mergellina) 130-5 109 71-8 1 
11.01 Naples (Mergellina Rome 130-5 109 71-8 ] 
15.25 Naples (Mergellina) Rome 130-5 110 71-2 1 
17.05, 21.30 Bologna oa Milan... 136-1 115 71-0 2 
16.11, 20.36 Florence Bologna 60-3 51 70°9 2 
15.46, 19.56 Bologna Florence 60°3 52 69-6 2 
7.45, 19.40 Milan ; ..| Bologna 136-1 120 68-1 2 
7.15 Bologna ; .| Milan 136-1 120 68-1 1 
18.24 Bologna Ferrara 29-2 26 67-4 1 
11.33 Bologna Milan.. 136-1 122 66-9 1 
16,22 Rome Caserta 142-9 129 66°5 | 
15.04 Bologna Modena 23-0 21 65 +7 l 
12.25 Milan Bologna 136-1 125 65-3 1 
15.25 Bologna : ...| Milan... 136-1 125 65-3 1 
11.46, 16.33 [Turin (Porta Susa) ...| Milan... ; es 91-3 84 65 -2 2 
10.38, 21.23 Milan... furin (Porta Susa) ... 91-3 84 65-2 2 
18,28 | Chivasso Milan... 78°3 72 65-2 I 
7.25, 17.25 Rome... Leghorn 196-4 181 65-1 1 
8.45 Piacenza ' ...| Padua 21-7 20 65-1 1 
22.41 | Turin (Porta Susa) Vercelli 45-4 42 64-9 l 
8.17 Bologna Ferrara 29-2 27 64-9 l 
10.35 3ologna Florence . aa 60-3 56 64-6 1 
16.20, 18.50 Milan... Turin (Porta Susa) ... 91°3 85 64°5 l 
10.47, 20.47 Leghorn Rome... 196 -4 183 64-4 2 


local vapido services run each way 
daily between Messina and Palermo, 
144-7 miles, also two between Messina 
and Syracuse, 114-9 miles, and two 
between Catania and Palermo, 150-9 
miles. Sardinia, too, has its rapido 
railcar service daily running the length 
of the island between Cagliari and 
Terranova, 178-3 miles apart. Again, 
over the majority of minor lines and 
branches in Italy either the passenger 
services are entirely with electric or 
diesel railcars, or there are stopping 
railcar services, two or three a day in 
cach direction, so smartly timed as to 
maintain average end-to-end speeds, 
including stops, as high as 30 to 40 
m.p.h. 

On the electrified main lines, where 
vradient and other conditions permit, 
the standard of Italian speed is now 
high. Between Milan and Bologna, 
for example, the average time now 
allowed to thirteen express trains, in 
cluding the high speed electric trains, 
but also several expresses of inter 


national stock, electrically hauled, is 


122 min. for the 136-1 m.p.h., giving 
a combined average start-to-stop speed 
of 67-0 m.p-h. for the whole series. 
Similarly there are ten daily expresses 
over the 130-5 miles between Rome and 
Naples (Mergellina) in an average time 
of 123-3 min., which gives a combined 
average speed of 63-5 m.p.h. The 34 
runs in Italy which are booked daily 
at speeds of over 64 m.p.h. start to 
stop, up to a maximum of 72-5 m.p.h., 
are set out in Table C. It should be 
added that all the distances in this 
article have been calculated from the 
kilometrages in the Italian public time 
tables, from wkich also the train times 
have been taken. 

From the foregoing particulars it will 
be seen that the acceleration in Italy 
has not been confined merely to the 
provision of a few spectacular services 
over the main lines, but has been ex- 
tended to every class of traffic, main, 
cross-country, and branch lines alike, 
so being designed to benefit all de- 
scriptions of passenger throughout the 
entire country. 








Exports of Railway Material from the U.K. in May © 


May, 19389 May, 1938 


Five Months Ending 
May, 1939 May, 1938 


4 pe £ £ 
Locomotives, rail. . 133,433 160,920 617,428 611,940 
Carriages and wagons 142,885 361,576 903,384 1,475,076 
Rails, steel Sa a wes 81,991 121,994 313,550 628,669 
Wheels, sleepers, fishplates and miscel- 
laneous materials : ae 144,895 190,662 731,961 883,981 
Locomotive and rail exports included the following : 
Locomotives Rails 
May, 1939 May, 1938 May, 1939 May, 1938 
. f £ £ 
Argentina xe 62 9,728 10,070 4,628 
Union of South Africa * —* 5,038 43,016 
British India 21,012 8,457 4,503 16,613 


* Figures not available 
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Extension of Northern Line to East Finchley 


a 
The first railway section of the London New Works Pro- 


¢gramme—to cost £45,000,000 
On Monday next, July 3, public 
passenger trains will begin to run for the 
first time over the 
London 


extension of the 
Transport Board 
Northern Line past Archway (Highgate) 
station to East Finchley on the London 
& North Eastern Railway his service 
will be not only the first instalment of 
the North London Electrification Scheme 
undertaken jointly by the L.N.E.R. and 
London Transport, but will also be the 
first railway extension to be opened 
under the 440,000,000 works programme, 
which Lord Ashtield has now announced 
Is likely to cost 


£45. 000.000 


) " » 
Passenget 


something nearet1 
chiefly by reason of in 
creased prices of materials 

On Wednesday of this week at the 
joint invitation of the London & North 
astern Railway and London Transport 
1 private inspection of the line was made 
by the chairmen and chief officers of 


both undertakings, and by members of 


the Press The party assembled at 
Leicester Square station and a special 
train was run from there to East 
linchley \mong those present wert 

LLN.ELR Sir Ronald W. Matthews (Chair 

il Sir Murrough J. Wilson (Deputy Chair 

il the Hon. Eric B. Butler-Henderson 
\ Walte b (sau Directors), Mr ( H 
N Chief General Manager Sir Nigel 
Cire Chief Mechanical Engineer), Messrs 
H. Mauldin (Divisional General Manager), C. J 
Selwa Passenger Manager, Southern Area), 
\. M. Barrington Ward (Superintendent, South 

\re R. J. M. Inglis (Engineer, Southert 

\ i), C. G. Dandridge \dvertisi: Manager 
1. Goodrie ke \ssistant Advertising Manager), 
H. W. H. Richards (Electrical Engineer), George 
1) Informatie Agent 

/ i lL vansport Lord Ashtield, Chairman 
\l | Cliff, Member Sir Harley Dalrvmpl 
Hl Consulting Engineer Messrs ( S 
Page secretal and Chiet Legal Adviser 
| | Thomas, General Manager (Operation 
\ \. M. Robertson, Chief Civil Engineer 
Evan Evan Operating Manager (Railwavs 
W. oS. Every, Signal Enginee J. L.. B. Lindsay, 
Chief Staft Officer W. S. Graftf-Baker, Chief 
Mechanical Engineet Railway » A. Webb 
Superintendent (Outdoor); A. A. M. Durrant, 
Chief Engineet Buses and Coaches \l |. H 
Bruce, Works Engine H. | Hutchings, 
Superintendent Indoor Railways Ivor 
Fraser. Chief Commercial Officer \. L. Barber, 
Commercial Manager \. H. Hawkins, General 
Manager, Country Buses and Coaches ; H. S. I 
Lansdown, Operating Manager, Central Buses 
}. H. Harlev Maso New Works Engineer ; 
LL. C. Hawkins, Chief Accountant J. H. Parker, 
Chief Electrical Engineer W. P. N. Edwards, 
Publi Relations Officer ( Barman, Pub 

it Officer W Shelton Smith Public 
ee th s Otfice 

The special train, which ran non-stop 
ver the present tube line, stopped at 
what, until a few days ago, was the 


Highgate terminal station of the tube 
and has now been renamed Archway 
Highgate). Here Sir Ronald Matthews 
entered the driver's cab to pilot the 
first through train over the 
new line. A further stop was made at the 
new Highgate tube station, 
being built underneath Highgate 
L.N.E.R station, and which will 
eventually become an important inter 
change point. At the moment, however, 
it is not ready for public traffic and will 


passenger 


which is 


to be ready for public traffic 


probably not be brought into service 
until June of next vear. The party had 
an opportunity of a brief sight of the 
work in progress, and the special train 
then proceeded to East Finchley. A 
short distance south of that station the 
tube comes to the surface and the line 
continues over newly-constructed tracks 


alongside the L.N.E.R. ; actual physical 
connection is just north of the East 
Finchley platforms. As L.N.E.R. pro- 


perty had now been reached, Sir Ronald 
Matthews welcomed Lord Ashfield as 
Chairman of the London Passenger 
fransport Board and also of the Stand- 
ing Joint Committee of the board and the 
main-line railway companies. After an 
inspection of East Finchley station the 
party assembled for refreshment at ‘* Ye 
Olde White Lion which adjoins the 
station 

Sir Ronald Matthews then spoke of 
the great benefit to the residents of the 
North London suburbs of a scheme of 
railway electrification and extension 
which was the result of close co-opera- 
tion between the London & North 
Eastern Railway and the London Pas- 
Transport Board This co- 
operation would have been difficult at 
anv time before the formation of the 
London Passenger Transport Pool which 
welded all forms of transport within a 
wide radius from Charing Cross The 


senger 


June 30, 192 


opening of the extension from Hig! 
to East Finchley, was, he said, o: 
the first benefits to the travelling p 
of this merging of transport inter: 
The new line formed an important 
with the Underground system of 

wavs in London, and would save 

dents in the vicinity from maki: 
journey by bus to Highgate (Archy 
as many did at the present tim: 
order to join the 
trains. 

The day of the steam locomotive 
by no means passed. Some « 
modern L.N.E.R. engines, 
still regarded as the most attra 
and fascinating power units in 
transport world, had proved themse! 
capable of hauling crack main 
trains with ever-increasing speed a 
efficiency, but for suburban  sery 
electric working had many advantag 
over steam. The value of the contra: 
for the surface work, bridges, a 
buildings round about East Finchley 
in the region of a quarter of a milli 
and this figure excluded the cost of t 
work undertaken by the L.N.E.R. a 
the L.P.T.B. with their own men 

When the new = station at a 
Finchley was completed, passengé 
would find in it an excellent example 
the application of art to industr 


London Trans 


{ 


whic] 


designed to cater for the rapid increas 


in traffic which the augmented trai 
service was sure to attract. It was no 
sufficient in these days to provide set 
vices to the City only. 
business had been moving westward 
and after July 3 the steam service fron 


SPECIAL 


FIRST THROUGH TRAIN 


WEST END-EAST FINCHLEY 
S 





Lord Ashfield and Sir Ronald Matthews on the arrival of the special through 
tube train to East Finchley last Wednesday 


For some years 
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East Finchley would be augmented by 
2) underground trains a day carrying 
passengers either to the City or to the 
West End. The service would be so 
frequent that passengers would have to 
onsult a timetable only to find the 
irst and last trains. 

Lord Ashfield, in response, said that 
he addition to London’s system of 
1 transport facilities visited 
that morning, marked the first stage of 
i very much larger programme of exten- 
sions and improvements to the Under- 
vround and main-line railway services in 
the London Transport Area, which had 
een made necessary by the develop- 
nent in recent vears of the outer areas 
ff London. Every vear since the war 
the population*of the zone outside the 
boundaries of the County of London had 
ncreased on the average by 115,000 
people—equivalent to the addition of a 
town the Huddersfield. 

rhe present programme of new works 
ittempted to contribute to the solution 
ff the problem by electrifying certain 
suburban lines and linking them up to 
the Underground railways at convenient 
points, so that through running between 
the two systems became possible. Such 
in arrangement, which could not fail to 
confer substantial benefits upon those 
living in the outer areas, would not have 
been possible but for the formation of 
the London Passenger Transport Board 
and the establishment of a close working 
partnership between it and the main-line 
railway companies. This interconnect- 
ing of the Underground system with the 
suburban railways had the great merit of 
avoiding the discomfort and delay which 
inevitably resulted where the two 
systems were operated as separate units. 
Che present schemes avoided repeating 
errors of the past by providing for the 
distribution of traffic over what in effect 
was a series of terminals throughout the 
Central area. From this point of view 
alone, he suggested that the formation 
of the board and the establishment of a 
common interest between the board and 
the main-line railway companies under 
the London Passenger Transport Act of 
1933 had been amply justified. 

Unfortunately the financial aspect 
could never be absent from the minds of 
those who were actively working in the 
held of transport. So long as the trans- 
port undertakings were separate and 
competitive, it was impossible for the 
main-line railways to embark on exten- 
sive improvement schemes involving 
heavy capital expenditure. Similarly, 
the Underground group of companies 
found it impossible to raise the vast 
sums of capital required to finance the 
extensions to their system which were 
urgently required. The formation of the 
transport board overcame this  dis- 
ability. Without such a scheme it was 
financially impossible for the transport 
undertakings to proceed with any fur- 
ther extensions or improvements in 
London. Prior to 1933 the Underground 
railways had exhausted their financial 
resources and were in fact at a stand- 
still, while the electrification of certain 
suburban lines was also impossible on 
financial grounds. But meanwhile 


passenger 


size ot 
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The North 


London 


London's outward growth 
tinuing at an accelerated rate with an 
ever increasing demand tor additional 
transport facilities. 

The present programme of extensions 
and improvements, when completed, 
would have involved an expenditure of 
roundly 45 million pounds. So large a 
programme of urgently 
sary though it was, could never have 
been financed out of the resources of the 
main-line railway companies and the 
board unaided, and it was in fact only 
the Government guarantee of the 
principal and interest in respect of the 
capital sum involved that made _ it 
possible to raise the money at a suffi 
ciently low rate of interest to justify em- 
barking upon the expenditure of this 
vast sum of money. 

The extension to East Finchiey 
the first part of this comprehensive 
programme of improvements to come 
into service. It was part of that section 
of the programme which dealt with the 
improvement of the railway services in 
the North London area and when com- 
pleted would have cost roundly £7 mil- 
lion. Electrified services would then be 
in operation to Edgware, High Barnet, 
and Alexandra Palace As Sir Ronald 
Matthews had said, from Monday next 
there would be 200 tube trains a day in 
each direction to and from the West 
End, in addition to the 60 steam trains 
which for the time being would continue 
to run to King’s Cross and the City. 
In the peak hours there would be a train 
every 4 min. and in the slack hours 
every 5 min. For passengers who had 
previously travelled by road to Arch- 
way (Highgate) station before boarding 
the railway, there would be a saving in 


Was con 


works, neces 


Was 


electrification scheme 


time on each journey of no fewer than 
7 min. and without the inconvenience 
of changing from one service to another. 

When the £45,000,000 programme of 
improvements and extensions was com 
pleted, 16 miles of railway, with 8 new 
stations, would have been added to the 
board’s system of railways, and_ its 
trains would have been projected over 
a further 49 miles of railway owned by 
the main-line companies and now being 
electrified. Altogether the main-line 
companies would have electrified 83 
miles of railway and widened a further 
8 miles of existing electric track. The 
board would have reconstructed 32 
stations and the main-line companies 25. 
Moreover, the board and the main-line 
companies would have purchased 1,966 
new railway cars of the latest design and 
equipment. 

In conclusion, Lord Ashfield thanked 
Sir Ronald Matthews, and the L.N.E.R. 
officers, for the valuable co-operation 
they had shown in the execution of this 
scheme and the larger programme of 
which it formed part. He also expressed 
thanks to the contractors and their 
statis, as well as to the officers and staf 
of the board and the [I..N.E.R. for the 
care and skill with which these works 
had been carried out. : 








REDUCED RAILWAY LETTER FEE IN 
KirE.—The Department of Posts and 
lelegraphs in Eire announces that from 
July 1 the railway fee on letters accepted 
by railway companies in Eire for convey 
ance by railway, or railway bus, will be 
reduced from 4d. to 3d. On such letters 
ordinary postage should also be prepaid 
and thev should not exceed 3 0z 
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STAFF AND LABOUR MATTERS 


Electrical Contracting Industry 
Wages 

A national agreement as to zoning 
was concluded on June 14 between the 
National Federated Electrical Associa 
tion and the electrical trade unions and 
will be brought into operation as from 
the second pay day in October, 1939 
The agreement, which has eliminated 
the grade ‘‘D”’ zone, introduces a 
new zone ‘‘ B2,’’ and will have the 
effect of reducing the difference be 
tween the wage rates to be paid in 
towns and. semi-industrialised areas 
A reduction of a farthing an hour, du 
under the sliding scale at the beginning 
of June, has been suspended until 
October so as to coincide with the 
coming into operation of the new zon 


ing Rates of pay will then be as 

follow 

Grade ‘‘ A“ zone (London Is. 10d. an hou! 

Grade ‘‘ B”’ zone Is. 7$d. an hour 

Grade ‘‘ B2”’ zone Is. 7d. an hour 

Grade ‘* C *’ zone Is. 6}d. an hour 
Scottish wage rates, which = are 


governed by a separate agreement, will 
be equalised with those of adjoining 
English counties 


Engineers’ Wages 
Since the recent increase in the 
wages of workpeople employed in the 
Engineering 
Government 


engineering industry, the 
[Trades Joint Council for 
Industrial Establishments has agreed 
that workers in Government engineer 


ing shops shall have their wages in 
creased by 2s. a week The advance: 
will date from June 5, and back pay 


will be disbursed on June 30 rhe in 
accords with that of the engi 
necring industry, namely, 2s. a week 
for adults, with proportionate increases 


for apprentices and other youths. It 


cTreast 


1S understood the present decision 


iffects 43,00!) workpeople 


Workmen’s Compensation 

[The Trades Union Congress gave 
evidence before the Royal Commission 
on Workmen's Compensation at West 
minster on June 15 and 16. A memo- 
randum of evidence submitted to the 
Royal Commission stated that the 
whole task of administration of work 
men’s compensation should be trans 
ferred to a specially created body—the 
Workmen’s Compensation Board. ‘‘ In 
our opinion,” stated the memorandum, 

the whole system of compensation 
for industrial injuries is based upon 
principles which require fundamental 
revision. The necessity for improve- 
ment is admitted in all quarters, but 
as long as the principles underlying 
the present legislation remain un 
changed, we do not believe piecemeal 
alterations to existing law can result in 
any substantial ‘mprovement. 

Under the T.U.C. scheme the Work 
men’s Compensation Board would con 
sist of a chairman and six other mem 
bers, all appointed by the Crown. The 
chairman would be a lawyer, two of 


the other members would be appointed 
from nominees of the general council 
ot the Trades Union Congress, and two 
from nominees of employers’ organisa- 
tions The remaining two would be 
chosen for their special knowledge of 
medicine and finance respectively. 
Great Britain would be divided into 
areas, in each of which would be a 
compensation committee composed of 
representatives of employers and 
chairman. In each 
would be a compensation 
officer, who would be a Government 
official. The board would appoint a 
chief medical officer, who would have 
power to appoint medical examiners. 
For the payment of compensation the 
Board would raise and maintain an 
accident fund, to which employers 
would be compelled to contribute, the 
basis of assessment being usually the 
imount of an employer’s pay-roll 
Among many specific reforms pro 
posed in the memorandum was the bas 
ing of compensation on normal weekly 
earnings, insteal of average weekly 
present The T.U.C. 
the present maximum 
total incapacity 


workers, and a 
area also 


earnings as at 
proposed that 


of 30s. a week for 
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should be abolished. Instead, w 
the injured person’s earnings were £4 
a week or more, the weekly payn 
should be 75 per cent. of earn 
Where earnings were under £4 
weekly payment should be £3 or 
full amount of weekly earnings, wi 
ever is the less. The T.U.C. re 
mended that the income limit w 
excludes non-manual workers 
workmen’s compensation should 
raised from £350 a year to £500 
Administration of workmen’s 
pensation by insurance companies 
mutual indemnity associations, it 
argued, inflicted hardship on 
worker by reason of the inevitable | 


tility with which such organisati 
viewed claims for compensation. 17 
T.U.C. stated: ‘‘ It is both desira 


and possible that workmen’s comp 
sation should be administered 
accordance with impartial principles 
social welfare. This is impossible un 
the present system 

Dealing with industrial disease, 1 
memorandum described as _ intoleral 
the requirement of the existing | 
that the workman must prove th 
the disease was due to the nature 
the employment in which he had _ be 
engaged during the previous 


months. 








Summer Train Services 


Ihe British summer train services, 
to be introduced on July 3, contain 
few developments worthy of remark. 
On the L.M.S.R. (Midland Division), 
the experiment, introduced with the 
Midland speed-up of October, 1936, of 
running from Manchester Central to St. 
Pancras a late evening express at 6.20 
p.m., relieving the 5.45 p.m. Comet 
from London Road, is abandoned; the 
5.50 p.m. from Central is accelerated 
from Derby, calling only at Leicester 
ind Luton, and is due in St. Pancras 
at 9.50 p.m.; from Manchester to Lon 
don, however, a deceleration of 21 min. 
is involved. In the opposite direction 
the 12.20 p.m. semi-fast from Leicester 
to Manchester is cancelled, and the 
10.30 a.m. down Manchester express 
stops additionally at Loughborough, 
Matlock, Miller's Dale, and Chinley, 
reaching Manchester Central at 2.26 in- 
stead of 2.5 p.m., a deceleration of 21 


min. The 9.35 a.m. from Glasgow to 
St Pancras calls additionally at 


Kettering, and is due in London at 6.30 
instead of 6.25 p.m. On the London & 
North Eastern Railway a new direct 
train is run from Saltburn at 12.25 
p.m. and Middlesbrough at 12.53 p.m. 
to York, due at 1.56 p.m., in con- 
nection with the 2.22 p.m. (second part 
of the Flying Scotsman) to King’s 
Cross, and in the opposite direction the 
10.5 a.m. from York to Middlesbrough 
runs through to Saltburn, arriving at 
11.45 a.m. But nothing has yet been 
dene to improve the down Flying 
Scotsman service to Teesside, with its 
double change, at York and Darling- 
ton, which might be avoided by hold 


ing the 12.49 p.m. from York t 
Middlesbrough until after the departur 
of the London train from York. 

For the first time the down Scar 
borough Flyer has no through New 
castle portion or fast connection fron 
York to Darlington and Newcastle; in th 
up direction, however, on Mondays 
Tuesdays, Thursdays, and Fridays this 
express brings from York a through por 
tion from Tyne Commission Quay, 
Newcastle, in connection with the 
Norwegian boats. The usual dense 
week-end services are provided over 
the East Coast Route, including the 
Sunday non-stop Flying Scotsman in 
7 he. On the Great Eastern section 
the 23-hr. non-stop run between Liver 
pool Street and Yarmouth, in Great 
Eastern days made daily, and latterly 
on Mondays and Fridays only, is 
finally abandoned, the trains concerned 
carrying through Lowestoft portions 
and calling at Beccles to detach and 
attach; the London—Yarmouth timc 
becomes 2 hr. 38 min., and the return 
time 2 hr. 35 min. There are non 
stop Liverpool Street—Yarmouth 
trains on Saturdays, but on slowe! 
timings. On the Great Western Rail 
way last summer’s service is substan 
tially repeated without innovations. On 
the Southern Railway the chiel 
development, of course, is the ex 
tension of electrification to the lines 
from Gravesend and Swanley Junction 
to Chatham and Gillingham, Otford to 
Maidstone East, and Strood to Maid- 
stone West, fully described in our 
Electric Railway Traction Supplement 
this week. 
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QUESTIONS IN PARLIAMENT 


Protection of Firhill Timber Basin 

Mr. J. J. Davidson (Glasgow, Mary 
hill—-Lab.), on June 20, asked the 
Secretary of State for Scotland if 
vereement had now been reached be 
tween the interested parties with re 
vard to safety precautions at the 
timber basin, Forth & Clyde Canal, 
Glasgow. 

Mr. H. J. Scrymgeour Wedderburn 
Under Secretary of State for Scotland) 
has written in reply: I am informed 
that the L.M.S.R. has erected a six- 
strand barbed wire fence at both ends 
f the timber basin at Firhill and on 
the towing path side of the basin. 
Glasgow to the Coast Routes 

Mr Robert Gibson (Greenock— 
Lab.), on June 21, asked the Minister 
f Transport if he would cause in 
juiry to be made into the frequent 
reakdown of locomotives attached to 
passenger trains on the Wemyss Bay 
Glasgow route; how many of such loco 
motives were over 30 and 40 years old, 
espectively; and if he would make 
representations to the company with 
i view to securing to the public using 
this route a better service. He also 
sked the Minister of Transport if he 
was aware that the passenger-train ser 
Ayr, Glasgow 
Largs, and Wemyss’ Bay 
routes were causing dissatisfaction, in 
onvenience, and needless expense to 
travellers using them; and would he 
nquire into the failure of the company 
to provide a punctual and_ efficient 


vices on the Glasgow 
Glasgow 


ervice. 

Captain Wallace 3etween January 

and June 14 this year there were 
four engine casualties on the Glas 
ow-—-Wemyss Bay scction, the loco 
motives being 22, 6, 6, and 3 vears old 
respectively. I am informed that dur 
ing last winter speeds had to be _ re 
duced at Langbank owing to the re 
construction of a_ bridge carrying a 
public road. Recently there has been 
heavy traffic on the routes mentioned 
to and from the soast, particularly on 


June 3 (when 384 trains were run), on 
June 4 (when there was delay owing 


to an engine failure), and on June 10 
when 3860 trains were run). Never 
theless, the average number of minutes 
late per train, Monday to Friday (May 
1 to June 16) was less than two 
minutes, and on Saturdays, only 54 
minutes. 


Fares in the North Kent Area 

Mrs. Adamson (Dartford—Lab.), on 
June 21, asked the Minister of Trans 
port whether he was aware that the 
ordinary and season railway fares on 
the North Kent lines of the Southern 
Railway were greater upon mileage 
than other lines of the same railway, 
and therefore, the recent increase had 
accentuated the difference; and if he 
would have investigations made, with a 
view to regrading the fares in the North 
Kent area. 


Captain Wallace: I am informed by 
the Southern Railway Company that, 
owing to circumstances which prevailed 
pricr to amalgamation in 1923, the 
season ticket rates between London and 
certain stations on its system are on a 
comparatively low basis and that they 
cannot see their way to bring other 
rates down to that level in view of the 
serious loss of revenue they would sus 
tain. As regards the second part ctf 
the question, I would refer the hon. 
member to the answer which I gave 
on June 7 to the hon. member for 
South-West Bethnal Green (Sir Percy 
Harris). 

Mrs. Adamson: Is the Minister aware 
of the great inconvenience which is 
caused to travellers on the North Kent 
Railway by this increase in fares? 

Captain Wallace: Perhaps the hon. 
lady will read the answer which I have 
given. 

Mr. G. Griffiths (Hemsworth—Lab.) : 
Is it not time that the railways should 
belong to the country ? 

There was no reply. 


Level Crossings 

Mr. Robert Morrison 
N.—Lab.), on June 22, 
Minister of Transport how many level! 
crossings had been abolished during the 
past five years; in how many cases 


(Tottenham, 
asked the 


work was in progress; and how many 
level crossing abolition schemes were 
at present before the Ministry. 
Captain Euan Wallace (Minister of 
Transport) : Since April 1, 1084, 37 
level crossings have been eliminated or 
avoided. In 20 other cases works are 
now in progress and 32 further schemes 
are at present under consideration. 


District and Metropolitan Railways 
Smoking Compartments 
Mr. S. S. Hammersley (Willesden, E 
C.), on June 26, asked the Minister of 
fransport if he could now make a 
statement about the use of composite 
non-smoking and smoking compart 
ments on the District and Metropolitan 


Lines. 
Captain Euan Wallace (Minister of 
Transport): I am informed that, in 


some of the cars purchased under the 
present replacement programme for the 
District ard Metropolitan Lines of the 
London Passenger Transport Board, 
there are glass screens, without doors, 
between smoking and = non-smoking 
compartments. The design of these cars 
is provisional and the board proposes 
to take steps as soon as practicable to 
convert them into wholly smoking or 
wholly non-smoking Cars. 

Mr. W. Thorne (Plaistow—Lab.) 
Is there not an obligation on the 
passengers themselves to see whether 
they are in a smoking compartment or 
a non-smoking compartment ? 

Captain Wallace : I do not think that 
has anything to do with the original 
question. 
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Mr. R. De La Bere (Evesham—C.) : 
Is it not a far more vital point to see 
that the little men and the little women 
should all have seats after a hard day's 
work ? 

Chere was no reply. 

Increase of London Fares 

Mr. J. F. E. Crowder (Finchley—C.), 
on June 28, asked the Minister of Trans 
port whether he had considered the 
representations made to him with 
regard to the seriousness of the increase 
of fares in the London area by the 
London Passenger Transport Board ; 
whether he was aware that in some cases 
the increase was 25 per cent.; and 
whether he had decided to express any 
official views to the Board in favour 
of a revision of certain specially onerous 
increased fares. 

Captain Euan Wallace (Minister of 
lransport): I am now engaged in 
examining the points put to me by a 
recent deputation to whom I promised 
a considered reply. The alterations 
in fares entail increases of varying 
amounts, but, as | have explained in 
previous answers, I have no power to 
intervene. 

Dukinfield Carriage Repair Shop 

Mr. Charles Brown (Manstield—Lab.), 
on June 28, asked the Minister of 
l'ransport whether he was aware that 
the L.N.E.R. proposed that carriage- 
repair work at present undertaken at 
Dukinfield should be distributed 
between Doncaster and York carriage 
shops ; that about 200 men with short 
service had already been dismissed 
at Dukinfield, whilst about 400 others 
would be offered an opportunity of 
accepting work at York at wages of 
from 5s. to 10s. a week less; and 
whether, in view of the unemployment 
now prevailing in the Dukinfield district 
he would make representations to the 
company to reconsider this matter. 

Captain Euan Wallace: [I am in 
communication with the London « 
North Eastern Railway Company and 
will let the hon. member know. the 
result as soon as possible. 








Forthcoming Events 


June 30 (Fri.).—East Indian Railway Officers, 
at Trocadero Restaurant, Piccadilly Circus, 
London, W.1, 6.30 for 7 p.m. Annual 
Dinner. 

July 1-6.—-Permanent Way Institution, at 
Hull. Summer Convention. 

Julv 4 (7 ues.).—Institution of Electrical Engi 
neers, at Natural History Museum, South 
Kensington, London, $.W.7. Annual Con 
versazione. 


July 6-8.—Institution of Civil Engineers, at 
Birmingham. Summer Meeting. 
July 8 (Sat.).—Stephenson Locomotive Society 


(Midlands-Northern). Visit to Industrial 
Railways, County Durham. 








Forthcoming Meetings 


July 12 (Wed.).—East Kent Light 
Railways Company (Extraordinary 
General), Waterloo Station, S.E.1, at 
12.30 p.m 

July 19 (Wed.).—Dorada Railway Co. 
Ltd. (Ordinary General), Dashwood 
House, Old Broad Street, E.C., at 
neon 
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NOTES AND NEWS 


Reduced Rates in Eire.—lhe Eire 
fribunal has recently sanc- 
tioned reductions in freight 
rates asked for by the Great Southern 
Railways Company to enable it to meet 
competition in certain districts 


Railway 
several 


road 

New Bulgarian Railway Opened. 

On June 26 an extension of the 
Bulgarian State along the 
shore of the Black Sea from Burgas to 
\nhialo, was officially opened by King 
Boris. ‘The new section of line is about 
10 miles in length 


Two L.M.S.R. Stations to be 
Closed. —lhe L.M.S.R. announces the 
closing of Garston hurch Road) and 
Northampton (St. John’s St.) stations 
Monday July 3 Passenge! 


Railways, 


as trom 
trains at present running to and from 
Northamptor (St. John’s St.) will oper 
ate to and from Northampton, (Castle 
with a few exceptiSns, will 
Bridge St.) station 


station and 
callat Northampton 
Prince Henry’s Railway Results. 
\ severe decline in traffic was 
experienced during 1938 by the Luxem 


bourg Prince Henry's Railway. The 
freight tonnage carried fell by no less 
than 35 per cent. to 7,312,322 metric 
tons, and the number of passengers 


cent. to 4,451,449 
receipts decreased to 
52,094,092 fr. compared with 76,564,586 
fr. in the preceding year The operating 
$7,506,233 fr., a decrease of 
90,000 fr. on the 1937 figure 


carried by 3} per 
he gTOSS 


cost was 


East Kent Light Railways Deben 
tures.—Bv a scheme of arrangement 
which ran for five vears to December 31. 
1938, it was provided that interest on 
the 5 per cent. debenture stock of the 
Kast Kent Light Railways Company 
should be paid only to the extent per 
mitted by net revenue and the company 
was relieved from the liability of paving 
the balance. The requisite majority of 
holders has assented in writing to a five 
vear extension of the scheme, and the 
directed a meeting to be 
called for July 12 to enable holders form 
ally to ap 


Court has 


approve it 

Guest, Keen & Nettlefolds 
Limited.— At the annual general meet 
ing of this company on June 27, the 
Chairman (Mr. S. R. Beale) said that 
the greatest possible credit was due to 
ull those concerned in the details of 
management for the promptitude and 
efficiency with which thev met the 
conditions that persisted during so much 
of last vear lhe result of their good 
work was a balance at profit and loss as 
{985,785 The condi 
tions of dwindling demand had passed, 
and most of the works were again in full 
or much improved production The 
programme of modernisation of many 
of the Company's works was, for the 
time being, practically completed, and 
confident would be a verv sound 
investment. Considerable expenditure 
might, have to be faced in the 


satisiactory as 


he was 


however, 


near future if this firm and its allies 


were to maintain their position in the 
first rank. In view of the international 


situation they must do their best to 
ensure having available resources to 
meet any eventuality For these 


reasons the dividend recommended on 
the ordinary shares was at the possibly 
conservative rate of 6 per cent., free of 
tax 
L.M.S.R. Chief Mechanical En- 
gineer’s and Electrical Engineer’s 
Office Transferred to Derby.—The 
headquarter offices of the Chief Mech 
anical Engineer and the Electrical 
Engineer, L.M.S.R., will be transferred 
from London to >,elson Street, Derby on 
July 8. Certain sections of the Electrical 
Engineer's office have already been 
transferred —on June 24—and others are 
being moved tomorrow (July 1) 
Institute of Transport Examina- 
tions.—The next examinations for 
graduateship and associate membership 
of the Institute of Transport will be held 
on May 6, 7, and 8, 1940, in London and 
a number of provincial centres. Full 
previous question papers 
Is. post free per set), and a booklet of 
notes for the guidance of candidates 
unable to attend the preparatory courses 
The Institute of Transport Examina 
tions,”’ price 2s. 6d. post free) may be 
obtained from the Secretary, 15, Savoy 
Street, W.C.2 
Express Derailed in India. 
ding toa Reuters message from Calcutta 
ten people are reported to have been 
killed and 21 injured when an express 
from Delhi to Dekra Dun left the rails 


particulars 


London, 


Lan - 
ACCOT 








June 30, 19 


early in the morning of June 28 


Moradabad, United Provinces. A 
munique issued subsequently by 
East Indian Railway stated that 


a result of heavy rains the bank n 
culvert subsided, and the engine 
three coaches fell into the bre: 
\n inquiry by a= senior 
Inspector has been promised 


Govern 


Lorry Driver 
L.N.E.R. Accident.— Reuben He 
the driver of the lorry involved 
collision with an L.N.E.R. expres 
Hilgav, Norfolk, on June 1 (see 
issues of June 2 and June 9) appe 
before the magistrates at Down! 
Market on June 28 charged with 
manslaughter of one of the passen, 
in the train. A remand until July 5 \ 
asked for, as additional charges aya 
Height were expected in respect of thi 
other women who died in the accice 
and against Height and his mate arisi 
out of injuries to a girl passenger on 
train. 

G.W.R. ‘* Speed to the West 
Poster.—A new train study has late 
joined those already familiar as adv¢ 
tisements of well-known services | 
is a quad royal poster issued by tl 
Great Western Railway as a_ gener 
reminder of the company’s holida 
areas in the West Country and Walk 
nd of the pleasures of travel theret 
The poster is taken from a sketch b 
Mr. C. H. J. Mayo, an artist in th 
company’s Publicity Department whi 
has made a previous successful ventur 
in this stvle. Our reproduction shows 
how the artist has cleverly caught 
slight distortion from the vertical at the 
smokebox such as is often seen whet 
a train moving at high speed is photo 


Charged a 





We ‘SPEED TO THE WEST (i GHP 


G.W.R. 





+ Speed to the West” 


poster 
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raphed with a camera having a focal- 


ine shutter, caused by the forward 


ovement of the object in the time 
he aperture in the shutter blind is 
ivelling across the plate. What the 


hotographer sometimes deplores is an 
sset to the artist in giving an impres- 
m of speed without undue insistence 


pon such conventional svmbols_ as 
lurred spokes or trailing shreds of 
team escaping from unusual parts of 


he machinery 


Train Control Systems. At a 
eeting of the Railway Club held in 
ie hall of the Royal Scottish Corpora- 
on on June 8, Mr. C. N. Anderson 
ead a paper entitled lrathe Control 
ystems.’ Mr. Anderson pointed out 
iat the germ of the idea was born on 
1e Metropolitan District Railway when 


ectric working was inaugurated in 
1905. but the first real traffic control 
system in this country was that of the 


rhe lecturer 
dispatching 


Midland Railway in 1909 


nentioned the American 
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of pamphlets and control cards in use 
on that railway. Mr. Anderson dealt 
with the L.M.S.R., L.N.E.R., 
Underground, and Southern Railway 
systems, mentioning specially the very 
complicated workings on the S.R 
Eastern Section. 


also 


Road Accidents. lhe Ministry of 
fransport return for May of persons 
killed or injured in road accidents is as 
below The figures in_ brackets 
those for the corresponding period of 
last vear 


are 


Killed Injured 
l neland 
Pedestrians 180 (160 5,037 (4,806 
Others 296 (233 12,561 (11,895 
Wales 
Pedestrians ais 197 (195 
Others 10 (8 579 (476 
Scotland 
Pedestrians 23 (24 GIS (646 
Others 39 (17 1,028 (986 
553 (445 20,020 (19,004 
he total fatalities for the preceding 








system, and outlined the old L. & Y month were 513, compared with 509 in 
ystem of control, exhibiting a number the corresponding period of 1938. 
. . . ry. > 
British and Irish Trafhie Returns 
lotals for 25th Weel fotals to Date 
GREAT BRITAIN 
| 1939 | 1938 ne. or Dee 1939 1938 Ine. or De 
| 
L.M.S.R. (6,828 mis f { { / i fi 
Passenger-train trattie S588 000 606,000 18.000 11,351,000 11,526,000 175,000 
Merchandise, &« 508 000 $38,000 70,000 11,631,000 11,702,000 71,000 
Coal and coke 232 000 210,000 22 O00 6,821,000 6,572,000 249 000 


740,000 
328 000 1 


648,000 
254,000 


is-train trathe 
| receipts 





L.N.E.R. (6,320 mils 
Passenger-train trath 
Merchandise, &« 
Coal and coke 
Goods-train trathe 


otal receipts 


371,000 
320,000 
242 000 
562,000 
933,000 


387,000 
288,000 
194,000 
$82.000 
869,000 


G.W.R. (3,737} mils. 

Passenger-train tratty 230 000 234,000 
Merchandise, & 217,000 172,000 
Coal and coke 112,000 99 000 

(,o0ds-train trati 329.000 271.000 


lotal receipts 559,000 505,000 


S.R. (2,142 mils 
Passenger-train traf 365,000 374,000 
Merchandise, &« 67,000 63,500 
Coal and coke 28,000 26,500 
(,oods-train trate 95,000 90000 


lotal receipts $60,000 464,000 


Liverpool Overhead 1,286 1,491 
64 mis, 

Mersey (45 mls $182 4,141 

London Passenger 
Transport Board 584,500 585,300 
IRELAND 

Beltast & C.D pass 2,971 2 867 
80 mils 

goods 464 357 

total $435 3,224 

Great Northern — pass 11,850 11,750 
543 mils 

woods 10.700 9 550 

total 22,550 21,300 

Great Southern pass. 40,372 40,041 

2,076 mis 
voods 37,158 35,632 
total 77,530 75,673 


* 52nd week 


92 000 18,452,000 18,274,000 178,000 
74,000 29 803,000 29 S00 000 3.000 








16,000 7,393,000 7,467,000 74,000 
32. 000 7.992.000 8,241,000 249,000 
$8,000 6,410,000 6,157,000 253,000 
SO,000 14,402,000 14,398,000 4.000 
64,000 21.795.000 21,865,000 70,000 
4.000 $771,000 4,774,000 3,000 

45.000 $958,000 $754,000 204.000 
13,000 2 844,000 2 782.000 62,000 
58.000 7,802 000 7,536,000 266,000 
54.000 12,573,000 12,310,000 263,000 
9.000 7,445,000 7,425,000 r 20 000 

3,500 1,506,500 1,520,500 14,000 

1.500 813,500 780,500 33,000 

5,000 2,320,000 301 000 19,000 

4.000 9.765.000 9. 726,000 39,000 

205 34,903 33.810 1,093 

4] 111,938 109.035 2 903 


S00 29 736,000 29 389 000 347,000 


104 51,139 49.034 2105 
107 10,664 10,693 29 
211 G1,S803 59,727 2,076 
100 232.750 225,850 6,900 
1.150 251,550 218,100 33,450 
1.250 $84,300 $43,950 40), 350 
331 789,296 781,206 8,090 
1.526 1,004,430 985,115 19,315 
1,857 1,793,726 1,766,321 27,405 


before pooling 
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British and Irish Railway 
Stocks and Shares 


= ~ 
ow $2 
tke an > 
Stock Ci of 
G.W.R. 
Cons. Ord. oe G5lg | 2534 
5‘ Con. Prefce.... 11834 74 
5°, Red. Pref.(1950) 11134 99 
4% Deb. .. Att 9712 
4$3°% Deb.... .. 112536 L001 
44%, Deb.... .. LI8ig 104 
5°, Deb. . 13112 119 
24% Deb.... ... 6934 60 
5% Rt. Charge ....129 114 
5%, Cons. Guar. ....12812 103 
L.M.S.R. 
Ord. .. 301g 11 


4%, Prefce. (1923) 
4% Prefce. sak 
5% Red. Pref.(1955) 
4% Deb. ... . 
5% Red.Deb.(1952) 
4° Guar. 


L.N.E_R. 
5°, Pref. Ord. 
Def. Ord. ... Pe 
4°, First Prefce. 
4% Second Prefce. 
5°. Red. Pref.(1955) 
4°, First Guar. 
4% Second Guar. 
3% Deb. ... 
¢% Deb. ... oad 
5% Red.Deb.(1947) 
44°) Sinking Fund 

Red. Deb. 


SOUTHERN 


o%, Pref..... 2 
% Red. Pref.( 1964) 


5 11519 98 
5% Guar. Prefce. 12812 106 
5°), Red.Guar. Pref. 116 10910 
(1957) 
4° Deb. -1091, °° 95 
5°” Deb. ... .-.129 117 
$%, Red. Deb. 107 10] lo 
1962-67 
Bevrast & C.D. 
Ord. 4 415 
ForRTH BRIDGE 
4°, Deb. . 102 YY 1g 
4°. Guar. . 10814 O41o 
G. NORTHERN 
(IRELAND) 
Ord. 512 212 
G. SOUTHERN 
(IRELAND) 
Ord. 2512 8lo 
Prefce. 35 13 
Guar. 7014 301449 
Deb. 83 56 
Lr B, 
a Sie Salt .1195g 10712 
So “A” --. 130 117 
45% “'T. FA.” ...1808 98 


7014 23 
8214 4334 
10312 66 


/10513,— 85 


1141, 105 

10234 | 7712 
8916 3le 
4716 2116 
6814 21 
2714 8 
97 4014 
9712 6614 
911, 52 


7914 60 


1041 77 


1105g 97 
108146 101 


87 477 
. 213, 91 
115 83 


5% “* B” »++ 1221316 105 

"s . 84 68 
MERSEY 

Ord. sige . . 24g 1612 

4% Perp. Deb. . 1027, G45, 

3% Perp. Deb ..| 77 69 

3%, Perp. Prefce. 6612 | 57 


*x dividend 


Prices 


3215 

88 

95 

9419* 
100* 
10212* 
11212* 

59* 
10915* 
107 


14 
391 
5812 
7812 
87 
107 
8012 


la 
16 
v4! 
9919 
110 
10919 


931 
{14 
10112 


921 9* 
SU* 


10512 
11412 
1021, 
10815 

791. 


23 
91 
6612 
5212 


Rise 
Fall 


-1 








1082 


THE RAILWAY GAZETTE 


CONTRACTS AND TENDERS 


Locomotives for India 

The North British Locomotive Co 
Ltd. has received an order for 15 I.R.S 

XE” class locomotives and tenders 

The North British Locomotive Co 
I.td. has also received an order for two 
boilers for I.R.S IX class 2-6-2 type 
locomotives for the North Western 
Railway, India 


Craven Bros Manchester) Limited 
has received an order from the Rhodesia 
Railwavs for one 6-ft. motor-driven 
general purpose wheel lathe for Mafe 
king Shops, to be supplied to the inspec 
1 


tion of Messrs. Freeman, Fox & Part 


ners 
Articulated Electric Trains for 
Greece 
rhe Compagnia Generale di Elet 
tricita S.A. of Milan has received an 
rder for eight standard-gauge two 
coach articulated electric trains for the 
\thens-Kephissia Railway, Greece 
Guest, Keen & Nettlefolds Limited 
has received an order from the Egyptian 
Delta Light Railways Administration 
for 40,000 fishbolts to be supplied to 
the inspection of Messrs. Rendel, Palmer 
& Tritton 
Whitelege « 
received an order for ten thermic syphons 
for application to the ten 2-6-0 type 
locomotives now under construction by 
Pierwsza Fabrvka Lokomotyw w Polsce 
S.A. for the Egyptian State Railways 
rhe syphons will be manufactured by 
Peacock & Co. Ltd 


lhe Bengal-Nagpur Railway Adminis 
tration has placed contracts with 
Balmer Lawrie & Co. Ltd. for 15,000 
lamps, Royal Ediswan_ brand, 
to be supplied by the Edison Swan 
Klectric Co. Ltd and with Associated 
Klectrical Industries (India) Limited 
for electric lamps for locomotive head 
lights, Mazda brand, to be supplied 
by the British Thomson-Houston Co 
Ltd 


rhe Egyptian State Railwavs Admin 


Rogers Limited has 


Bever 


electri 


istration has recently placed the follow 
ing orders 
Bullers Limited bolts, nuts, and screws 


Hutnicz Spoka Akevjna Steel 


CsornicZa 


Buck & Hickman Limited Hand tools and 


ements 

Stewarts and Llovds Limited Water and 
team fittings 

Pubes Limited Cold-drawn tubes 

David King & Sons Ltd Pubes and pipes 

Perfecta Tube Co., Ltd Pubes and pipe 

\W G. Bagnall Limited Locomotive slick 
iT 

Consolidated Brake & Engineering Co. [td 
\ brake evilinders 


Cable and copper wire 
Messingwerk« 


Dr. Cassirer 


Osnebriicker Kupfer und 
Copper wire and cable 

James Dougall & Sons: Firebricks. 

John Fowler & Co. (Leeds) Ltd 

nergency charging set 

W. T. Henlev’s Telegraph Works Co. Ltd 
W ire 

Avon Rubber Company and Clyde Rubber 
Works: Vacuum brake fittings. 

S. A. Colnflandres (Clouterie & Trefilerie de 


Mobil 


llandre Stav strand wire 
Hackethal Draht und Kabelwerk« Hard 
lrawn copper line wire 


The Vulcan Foundry Co. Ltd. has 
received an order from the Nizam’s 
State Railway for five boilers required 
for ‘* I)’’ class locomotives to be supplied 
to the inspection of Messrs. Freeman, 


Fox & Partners. 
German Wagon Orders 

\s German wagon works are working 
at full capacity with orders for the 
German railways and urgent orders for 
export, it is intended to place orders for 
additional German requirements with 
the Bohemian and Moravian wagon 
industry, savs Keuters Trade Service 
from Berlin Negotiations are now 
proceeding with the leading Bohemian- 
Moravian wagon works for 1,500 wagons 
and a large number of urgently-needed 
tank wagons, to be delivered by the 
rhe price of the whole 

100,000,000 


end of the vear. 
order exceeds IX1 


The Madras & Southern Mahratta 
Kailway Administration has placed the 
following orders to the inspection of 
Messrs. Rendel, Palmer & Tritton 

Steel Company of Scotland Limited 72 cal 
riage and wagon axles 

Steel, Peech & Tozer 144 carriage and 
Vagzon tyres 

Brown Bavlev’s Steel Works Limited : Eight 
locomotive straight axles 


American Stock for Portugal 

It is understood that the Portuguese 
railways are contemplating buying 
\merican rolling stock to the value of 
about $5,000,000, states a Reuters New 


York message 


W. G. Bagnall Limited has received 
an order from the Leopoldina Railway 
for three sets of locomotive frames 


The Crown Agents for the Colonies 
have placed the following orders 
Chloride Electrical Storage Co. Ltd Accu 
lator spares 
Bavlev’s Steel Works Limited 
Bearing springs and door check springs 

W. T. Henlev’s Telegraph Works Co. Ltd. 
Cables. 

Callender’s Cable & Construction Co. Ltd 
Composite telephone cable 
Pneumatic Fool Co Lid. 


nt 
i 


\ 
Brown 


Consolidated 
Compressors 

British Insulated Cables Limited 
weld wire 

John White (Wigan limited 

R. Bailey & Son : Cotton wool 

J. Bennie & Sons Ltd Cropping machine, 
straightening and bending machine and rolls, 

\Ildavs & Onions Limited: Cupola. 

Aveling-Barford Limited Diesel-engined 
road roller 

B. & S. Massey 
hammer 

Wolverhampton Corrugated Iron Co, Ltd 
Galvanised corrugated steel sheets. 

Fielding & Platt Limited : Hvdraulic press. 

J. Lang & Sons Ltd.: Lathes 

H. W. Ward & Co. Ltd Lathes. 

Whitehead Iron & Steel Co. Ltd. : 
rods and bars. 

P. & W. Maclellan Limited 
iid angles 

Lawler, Avers & Co. Ltd 
tools 

C. Leary & Co.: Sleepers and crossings. 

1. Parkinson & Son: Milling machine. 

Guest, Keen, Baldwins Iron & Steel Co. Ltd. 
Rails and fishplates. 

Lancashire Steel Corporation Limited: Rails 
and fishplates. 

Brownlie & Murray Limited: Steelwork. 

Patent Shaft & Axletree Co, Ltd.: Switches. 


( opper 


Cotton waste 


Limited Electro-pneumatt 


Mild-steel 
Mild-steel plates 


Machines and 


June 30. 19 


D. Wickham & Co. Ltd. has rec: 
an order from the Central Uru 
Railway for five motor-driven 
trolleys and trailers. 

The Bengal-Nagpur Railway Ad 
istration has placed orders with | 
& Co. Ltd. for five copper firebox 
plates and with Miller & Compan 
200 chilled cast-iron wheels. 


The L.N.E.R. has. placed contr 
for the purchase of over 1,400,000 
of creosote oil among 17° diffe 
British firms. The oil is required px 
pally for the preservation of slee;» 
telegraph other rail 
timber 


poles, and 


The United Steel Cos. Ltd. has 
ceived an order from the Leopold 
Railway for 1,500 tons of 75-Ib. sect 
rail and 65 tons of fishplates 


\n order for a further 80,000 eg 
sacks has been placed by the L.M.S.} 
This will make the total number 
sacks available for hire no fewer th 
722,000 


Machine Tools Required for Egypt 
The Egyptian State Railways Admin 
tration invites tenders for machine too] 
receivable by the dates named at t! 
General Management, Cairo, as follow 
Receivable by Julv 4 for one motor-driy 


tool room lathe 
Receivable by July 8 and by July 13, res] 


tively, for one motor-driven centre lathe 
Receivable by Julv 20 for one lead seal « 
ing machine. 
Receivable by July 24 for one chain testi 
machine. 


Locomotives, Coaches, and Wagons 
Required for Iran 

lhe Administration General of th: 
Iranian State Railways is calling for 
tenders, to be presented in Iran b 
\ugust 26, for the supply and deliver 
of 150 locomotives, 1,866 wagons, and 
120 coaches. A copy of an extract fron 
Le Journal de Tehran, of June 5, 1939 (in 
French) may be inspected on applica 
tion to the Department of Overseas 
Trade, London, S.W.1 A copy of the 
specification and general conditions ot! 
tender has not been received in_ the 
department. Specifications may, how 
ever, be obtained from the Centra! 
Administration, Iranian State Railwavs 
rehran, against payment of Rials 100 

Mr. Frank Ashcroft Martin has been 
elected to the board of directors of 
Samuel Osborn & Co. Ltd., Clyde Steel 
Works, Sheffield Mr. Martin joined 
the statt of the company in May, 1937, 
and had previously been engaged from 
1922 to 1937 on the technical stafts 
of the Associated Lead Manufacturers 
Limited, and other firms in the same 
trade 

Mr. J. R. Greenwood, Chairman and 
Managing Director of Craven Bros 
(Manchester), Ltd., has resigned from 
the boards of the Brush Electrical 
Engineering Co. Ltd., the Liverpool 
Refrigeration and Engineering Com 
pany, and Associated British Engi- 
neering Limited, and subsidiaries, so as 
to leave himself free to devote the 
whole of his time and attention to the 
affairs of Craven Brothers. 
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Crown Agents for the Colonies 
OLONIAL GOVERNMENT APPOINTMENTS 


PPLICATIONS from qualified candidates 
are invited for the following posts 
M/8299 ASSISTANT ENGINEER 
quired by the Gold Coast Government Rail 
for two tours of 12 to 24 months with 
ssible permanency Salary £475 a year for 
vears then £500—-£25—-£600 -£30-—-£840 a 
ind then, subject to promotion to 


ney, by annual increments of £40 to £1,000 

ear ‘ree passages and quarters and liberal 
on full salary Candidates, aged 25-3 
be Corporate Members of the Institution 

Civil Engineers or possess an engineering 


ee recognised as granting exemption from 
tions A and B of the A.M.I.C.E. examina- 
ind must have had practical experience 
British Railway Preference will be 
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OFFICIAL NOTICES 


given to candidates who have had, in addition 
to the above qualifications, practical experience 
in harbour maintenance. 

M /8608 ASSISTANT ENGINEER 
required by the Kenya and Uganda Railways 
for one tour of 24-48 months’ service, with pros- 
pect of permanency. Salary £480 rising to 
£840 a year. Free passages and quarters and 
liberal leave on full salary. Candidates, aged 
25-30, must be Corporate Members of the 
Institution of Civil Engineers, or possess an 
engineering degree recognised as granting ex 
emption from Sections A and B_ of the 

M.1.C.E. examination, and should preferably 
have had some experience on Railway Civil 
Engineering Work. 

Apply at once by letter, stating age 
married or single, and full particulars of quali 
fications and experience, and mentioning this 
paper, to the Crown Agents for the Colonies 
4, Millbank, London, S.W.1, quoting the re 
ference number against the appointment for 
which application is made. 


whether 
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Universal Directory of Railway Officials 
and Railway Year Book 


45th Annual Edition, 1939-40 


This unique publication gives the names of 
all the principal railway officers throughout 
the world, together with essential particulars 
of the systems with which they are connected 
Much general and statistical information about 
iilways is also concisely presented. 


New edition now in press 
Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1. 








British Non-Ferrous Metals 
Research Association 

On Monday, June 26, members of 
ress were invited by the British 
n-Ferrous Metals Research Assccia 
to inspect its premises at Euston 
N.W.1, including new 
. which were officially opened 
e days later by Mr. Oliver Stan 
President of the Board of Trad 
Guests were welcomed by Dr. Harold 
\Mloore, Director of the association, and 
iducted through the laboratories by 
Mr. G. L Chief Development 
Officer, who gave a detailed explana 
on of the various processes through 


labora 


Bailey, 


ich metallurgical research and tests 

conducted. Visits were 
melting shop, the 
welding shop, the 
includ- 
room, 


ere being 
al ti the 
lvanising and 
hanical testing laboratory 
y constant-temp¢t rature 
ere, amongst others, tensile, impact, 
fatigue, and creep tests are carried 
ut), the physics laboratory (one func- 
tion of which is the rapid spectro 
graphic analysis of metals and alloys), 
the chemistry and_ corrosion labora 
ries, and the rooms devoted espe 
ially to micro-examination and metal 
There was also 
exhibition, 


lographic preparation. 

n view a _ development 
serving to illustrate some of the more 
important researches of the associa 
ion, such as effect of impurities on 
ropertiecs of copper; properties — of 
illoys for high-temperature — service; 
opper locomotive firebox stays and 
plates; properties of lead, with special 
reference to cable-sheathing and build- 
ng services; galvanising process; cor- 
rosion research, including corrosion of 
ondenser tubes and a study of the re 
sistance to corrosion of galvanised 
oatings, copper and lead; electro- 
deposition of metals; and casting of 
non-ferrous metals and alloys, includ- 
ing aluminium alloys, bronzes, and 
nickel silver. 

The association now comprises nearly 
300 industrial concerns, including a 
substantial number of important pro- 
ducers and manufacturers throughout 
the Empire, and not least among the 


information 
iorme! 


facilities provided are the 


and development services, the 
of which keeps members fully aw fait 
latest metallurgical cle velop 


with th 
ments throughout the world, while the 
latter, by 
research and industry, 
cal utilisation of the results attained 


bridging the gap between 
ensures practl 








New Air-conditioned Coaches 

in Service in South Africa 

Keports appearing in the South African 
papers have just been received that, for 
the purpose of observing their perfor- 
mance, a trial trip has been made 
between Cape Town and Johannesburg 
by a train composed of the first six 
of the steel air-conditioned day and 
sleeping coaches built by the Metro 
politan-Cammell Carriage & Wagon 
Co. Ltd., of the type illustrated and 
described in THE RAILWAY GAZETTI 
of May 26. A number of the chief officers 
of the South African Railways and 
Harbours Administration were present 
on the trial, including Mr. W. A. J. Davy, 
Assistant General Manager (Technical), 
Mr. J. D. White, Chief Traffic Manager, 
and Mr. M. M. Loubser, Chief Mechanical 
Engineet 

Mr. White, commenting on the result 
of the trial, observed that the smooth 
running of the coaches was remarkable 
and the air-conditioning 100 per cent 
efficient \ conspicuous feature of the 
journey was the absence of noise. The 
temperature had been kept at about 
66° all the way. It was raining heavily 
when Cape Town was left, and the 
weather was chilly, but, said Mr. White, 
no change in temperature was felt 
either there or in the Karroo, nor was 
there any dust, and cigarette smoke 
cleared itself immediately. It is under- 
stood that these six coaches were put 
into service on June 22, to run from 
Johannesburg on Thursdays and from 
Cape Town on Mondays. 

It should be observed that Mr. Day, 
in his former capacity of Chief Mechani- 
cal Engineer, was responsible for the 
general design of the coaches and in 
particular the special bogies to which 


the smooth running is to be attributed. 
It may be added that in the develop- 
ment of the designs the builders had the 
advantage of direct collaboration with 
members of Mr. Dav’s staff who visited 
england in this connection, and that 
the building of the coaches was super 
vised by members of the staff and under 
the direction of Mr. T. C. Swallow, the 
Advisory Engineer to the High Commis 
sioner for the Union of South Africa in 


London. 








Railway and Other 
Reports 


Egyptian Delta Light Railways 
Limited.—No dividend has been de 
clared on the preference shares for the 
vear ended March 31, 1939. No payment 
was made for 1937-38 


Great Southern of Spain Railway 
Co. Ltd.—Taking into account only 
revenue and expenditure in London, 
including first mortgage debenture in- 
terest accrued, but payment postponed 
under the 1934 moratorium scheme, the 
loss for the vear 1938 is £11,652, which 
increases the accumulated debit balance 
to £158,183, so far as it is ascertainable. 
No accounts were available from Spain, 
and the audited accounts submitted in- 
clude all Spanish currency balances and 
corresponding conversions to sterling as 
at December, 1935. The company re- 
mained without direct news regarding 
the local situation. ‘ 


Charles Roberts & Co. Ltd. 
\ dividend of 15 per cent., less tax, 
is to be paid on July 6 on the ordinary 
capital for the year ended March 31, 
1939. For the previous year the 
dividend was 10 per cent., less tax. 


W. & T. Avery Limited.—The 
directors announce a final dividend of 
10 per cent., less tax at 5s. 3}d., making 
15 per cent. for the year to March 31, 
1939, the same as for the previous year. 
Net profits for the twelve months 
amounted to £165,348, compared with 
£161,354. 
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Pending reassuring developments in the 


political sphere inactive and reactionary 
conditions have again ruled on the Stock 
Exchange. Home railway securities were 
affected by the general trend, although 
hopeful estimates in regard to the forth- 
coming half-yearly statements and satis- 
faction with the last week’s traffics tended 
to bring in buyers for a number of stocks 
on any decline in prices. Subsequently, 
however, the undertone unsettled 
owing to the knowledge that the railway 
unions are meeting to discuss higher wages 
claims 
L.M.S.R 
£74,000 


was 


stocks were assisted by the 
increase in the past week’s re- 
ceipts but the disposition was to await 
the impending decision as to half-yearly 
payment on the 5 per cent. redeemable 
preference stock, which should give a good 
indication of the railway’s current 
tion, because the 4 per cent. preference 
ranks par with this The 4 
per cent. preference was relatively steady 
iround 584 the 1923 preference 
iround 3843, while the 4 per cent. guaran 
teed was 81} and the ordinary stock 132. 
Gre Western ordinary by 


p« SI1- 


passu stock. 


as Was 


it was assisted 
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Railway Share Market 


inarket estimates that 2} per cent. may 
be earned on this stock in respect of the 
current year, but following a small im- 
provement to 32} the price eased to 32}. 
rhe 5 per cent. preference were 88} and 
the 4 per cent. debentures 95. Continued 
hopes that the half-yeariy dividend will 
not on this occasion necessitate any tem- 
porary withdrawal from reserve, drew some 
attention to L.N.E.R. second guaranteed, 
which became a firmer market around 633, 
while the first guaranteed was 72 and the 
first preference 31}. The 3 per cent. 
debentures were quoted at 63} and the 4 
per cent. debentures at 83}. Southern 
preferred attracted some attention on any 
decline, it being generally realised that 
the yield can be regarded on the 
generous side, and subsequently the price 
was somewhat steadier at 72, as was that 
for the deferred stock at 16, while the 
5 per cent. preference was 95. London 
rransport ‘‘C’’ was fairly steady around 
79, while the 5 per cent. ““A’”’ and 5 
per cent. ‘‘B’’ stocks were 113} and 
109 respectively. Metropolitan Assented 
quoted at 61. 

Argentine railway 


as 


was 


securities attracted 
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very little attention and in numerous 

it is doubtful if prices were adequ 
tested by business. Owing to the m 
conditions prevailing, the tendency 
prices of individual stocks to de 
sharply in price on only a small an 

of selling. Moreover sentiment is 
sponsive to the better traffics and 
probability that, although the results for 
the financial year ending this month will 
be disappointing, they will be considerably 
better than appeared possible a few mo: 
back. B.A. Great Southern 5 per 
preference was lower at 24, and Cent 
Argentine 43 per cent. preference was 
but the 4 per cent. debentures of th 
last-named railway had a firmer app: 
ance at 504. Cordoba Central first 
‘‘B’’ debentures made slightly bett 
prices. B.A. Western and Entre Ri 
ordinary stocks were fractionally low 
at 53 and 4 respectively. San Paulo a 
other Brazilian railway stocks were 
active. Insympathy with the trend of Wall 
Street, American railway securities w 
mostly lower on balance, also were 
Canadian Pacific Railway shares and pr 
ference stock. 


as 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


25.6.39 
24.6.39 


& Bolivi 
stern 


Chilt 

Argentine orth 
Argel Transat 
Boliv 
Br 
Bue Ayres 
Buenos Ayres Central 
Buenos Ayres Gt. Southern 
Buenos Ayres Western 
Central Argentine 

77 


caine 


May 1939 


39 
39 
39 
39 
39 


24.6 
10.6 
24.6 
24.6 
24.6 
M. Vide« 17.6.39 
April 1939 
May 1939 
24.6.39 
24.6.39 
April 1939 


Cent. I gt of 
Costa Rica 

Dorada 

Entre Rios 

Great Western of Brazil 
International of Cl. Amer 
Interoceanic of Mexico 
La Guaira & ¢ 
Leopoldin 
Mexican 
Midland 
Nitrate 
Par 
Peruvian ¢ 


Saly 


May 1939 
24.6.39 
21.6.39 

May 1939 
15.6.39 
24.6.39 

May 1939 
17.6.39 
18.6.39 

May 1939 
24.6.39 

May 1939 


iracas 


of Uruguay 


ntral 
rporation 


iguay Cé 





guay Northern 
ywnadian National 21.6.39 
Canadian Northern 
Grand Trunk 
wnadian Pacifi 21.6.39 
10 
10. 
10 
10 
10 


20 


6.39 
6.39 
6.39 
6.39 
6.39 
6.39 
10.6.39 
10.6.39 
31.5.39 


Assam Bengal 

sarsi Light 

Bengal & North Western 
3engal Dooars,& Extension 

Bengal-Nagput 

Bombay, Baroda & Cl. India 

Madras &Southern Mahratta 

Rohilkund & Kumaon 

South Indiar 

Jeira-Umtali 
Egyptian Delta 
Kenya & Uganda 
Manila 
Midland of 

| Nigerian 
Rhodesia 
South Africa 
Victoria 


April 1939 
10.6.39 
May 1939 
W. Australia April 1939 
13.5.39 
April 1939 
10.6.39 
Mar., 1939 


Nott 


$297 000 


$3, 


Agere 


gate 


lotals 


his Year Last Year 


4 
$13,450 
485,160 


1,480 3 


1,067 


020 


f 
25 
513,601 


Jibs 


19,050 


1,500 20,300 


vw 
to 


12,469 
$1,000 
4,157 
2,544 
41,998 


4,602,361 
$5,030,100 
008 

3.573 

,862 


4,558,568 
$5,680,800 

7,639,947 

2,322,891 


772 
400 

060 
151 


ve 


wor 


vw 


944,981 
260,926 
79,200 
744,587 
179,100 
$2,056,785 


652 
7,054 
3,800 


836 
20,534 
,500 
,112 
5,300 


,509 


,283 

,214 

3,800 

,988 

900 
$2,284,653 
28,640 
468,612 
$7,855,900 
96,857 
55,717 

$ 161,204,000 
726,081 
.036,389 
748,786 
31,245 
,198.246 
10,629 


—nmunsou 


NUN =e 


$10,645 


6,940 
19,950 


1,035 
1,239 
$46,700 
1,342 
1,223 
$734,000 
13,107 
¢3,150 


25,635 
458,700 
$7,494,700 
104,505 
78,687 


6,996 
4,438 
95,000 
55,431 
¢14,800 
33,347 
2.020 
4,592 
810 


879,400 
$983,545 
787,106 
36,805 
1,256,010 
10,359 


¢1 


Um bye UID & bobo bo | 
DrwDe—DrwwWS+ vito 


162 3,572,980 15,673,057 


2.600 ,718,600 11,575,400 
7.935 
2,812 
R91 
2'921 
775 
825 
025 
5,468 
434 


270,437 


2,145,600 
1,197,391 
134,289 
720,928 


2,107,725 
,251,359 
115,993 
705,004 
498 


,070 
557 


550,072 
35,120 
,220,870 


35,688 
1,309,332 


147,589 
196,978 


12.911 151,664 

36,736 | + 197,584 
340,448 . : 2,514,398 
653,203 6,440,806 
851,479 7,069,208 


6,071,762 
7 


39 144 


Increase or 


++11 


| 


b+++ +441 


$172,169,200 — $10,965,000 


1+ +1 bist 


4 


Traffics to Date 


Shares 
or 
Stock 
Decrease 
‘ 


88,430 
28,441 


Ord. Stk. 


A. Deb. 
6 p.c. Deb. 
Bonds. 
Ord. Stk. 
Mt. Deb. 
Ord. Stk. 


1,250 


$650,700 
265,939 
75,682 
99,440 * 
Dtd. 
Ord. Stk. 
Stk. 
1 Mt. Db. 
Ord. Stk. 
Ord. S 
Ist Pref. 
Stk. 
Ord. Stk. 


698 
39,712 
12,400 
77,401 
49,800 
$227,868 


8lg 
57g 
Nil 
Nil 
Nil 
Nil 
Nil 
Nil 
Nil 
71s 
401n§ |1413y6 
2 Nil 


3,005 

9,912 

41,200 

7,648 a 

22,970 | Ord. Sh. 

153,321 2 

452,844 191, Nil 
25 

lo 10 

1 Nil 

Deb. Stk : 2 Ni! 


51516 
41 
Ni 


Perp. Dbs. 
- 4 p.c. Gar. 
143,200 , Ord. Stk. 
Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


7,568 
5,580 
63,€07 
5,344 
120,733 
37,875 
53,968 
18,296 
15,924 


41g 
51546 
€34 
7316 
4116 
5llig 
714 
€5g 
51g 


f. Sh. 


‘ Nil 
8916 
4716 


568 
88,462 


Pr 


B. Deb. 
4,075 Inc. Deb. 
606 _- 
369,044 
280,936 


Yields are based on the approximate current prices and are within a fraction of lg 


t Receipts are calculated @ 1s. 6d, to the rupee. § ex dividend. 


The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being over estimated, 


The statements are based on the current rates of exchange and not on the par value 








